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WESTERN FREIGHT RATES 


The decision of the Commission on the application of 
the western carriers for a five per cent advance in freight 
rates continues to be the subject of discussion in trans- 
portation circles. As we said in our first editorial on the 
subject, we think the Commission, in its decision, not 
showing or even hinting that any of the prerequisites for 
a five and three-quarters per cent net return on the valu- 
ation of railroad property used for transportation pur- 
poses have not been fulfilled, is clearly in violation of the 
law, which says that rates shall be so made as to give the 
carriers an adequate return, and is inconsistent with its 
own acts in grouping the carriers for rate-making purposes, 
arriving at a valuation for rate-making purposes, and fixing 
the adequate return at five and three-quarters per cent. 
As we said July 31, in replying to a communication in our 
Open Forum department, we do not accuse the Commission 
of disobeying the law because it was not pleased with and 
would not accede to the particular plan proposed by the 
railroads for raising the revenue needed, but because it 
itself does not, either by granting the application of the 
carriers or by some other plan of its own, put rail revenues 
where they ought to be, where the law says they ought to 
be, and where the Commission has said they ought to be. 
We do not agree with those who say the burden is on the 
carriers to propose an acceptable scheme. The law charges 
the Commission with grouping the carriers, finding a valu- 
ation, and deciding what is an adequate return. The Com- 
mission did all those things shortly after the law was en- 
acted. It did not do them in a way to produce the result 
sought by the law. There is no criticism of the Commission 
on this score, because its effort was necessarily the result 
of some guesswork. But it has observed the results under 
the guessing and its obligation is to correct the situation 
in the light of experience. In principle, the situation is 
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no different from what it would be if, under the Commis- 
sion’s original grouping, valuing, and rate-fixing, under 
section 15a, the eastern carriers were earning a net of 
fifty per cent and the western carriers were encountering 
a deficit of fifty per cent. Is the principle changed or the 
obligation removed by the fact that the figures are not 
as noticeable as that? The Commission might well have 
turned down the application of the western carriers for 
specific reasons, but, in doing so, we contend that it was 
the Commission’s duty to show the carriers what kind of 
plan would be acceptable or to proceed on its own motion 
to put some satisfactory plan into effect, instead of writing 
into the law the word “emergency” as an excuse on which 
to hang its refusal. We find nothing in the law to the 
effect that the carriers must show an emergency before 
being entitled to an adequate return. We merely find that 
the Commission is instructed to adjust rates so that the 
carriers, under honest and economical management, shall 
have an adequate return. 


However, while, as we have said, we think it is up to 
the Commission to group the railroads and adjust rates so 
that the adequate return may be achieved (just as we 
think it would be up to it to do the same thing to correct 
a situation where carriers were earning greatly in excess 
of the adequate return) we think the railroads are to be 
criticized for not presenting to the Commission a better 
solution of the problem. The solution that was offered 
and turned down by the Commission was based on selfish- 
ness on the part of the carriers that do not need more 
revenue and a failure to assert their rights by the carriers 
that do need more. When the transportation act was made 
the law it was greeted with acclaim as a means through 
which the carriers would be enabled to earn a fair and ade- 
quate revenue. It was accepted as a measure of protection 
for the carriers, and so it was. But it should be used 
by the carriers and not abused. Because, under the letter 
of the law, they believe they are entitled to what they 
ask for in the recent case, that is no good reason for their 
asking it in that way. They should not leave it to the 
Commission to cure their errors, caused either by selfish- 
ness or lack of desire to work out something scientific. 

There are several ways in which a case for greater 
revenue could be presented to the Commission with hope for 
a favorable decision and greater public sympathy. Per- 
haps the case might combine several plans. In the first 
place, it is unquestionably true that some western carriers 
are more in need than others of increased revenue and, 
therefore, of higher rates. It is also true that, to a con- 

























































































































































































































































































































































































Alton & Eastern— 
Granite City, Il.(via Alt. 
& Sou. orSt.L.M.B.T.)..H2 
Venice, Ill. viaSo.Ry.V.&C Belt)H2 
Alton & Southern— 
Granite City, Ill..........H2 
Venice, IIL (viaSo. Ry. Vat. Belt) H2 
Atchison, Topeka & Santa Fe— 
as teh eee Ill. (via P. & 















Baltimore & Ohio— 
Granite City, Ill. (via Alt. 

& Sou.or St maeeinens 
Springfield, Ill... -F4 
Venice, Ill. (via So. Ry. 

V. & C. Bel 

Chica oe oma 
pS SS er rrere G3 
East Peoria, Tll. (via P.&P.U.).D4 
Granite City Ill. (via St. 

Nk eben 
Selbytown, Iil.........00- F4 
Springfield, I11.(viaI.C.orS.T.).F4 
Venice, Ill.( viaSo. Ry. V.&¢.Belt)H2 
Wenteart, Til cccccccceceedS 

Chicago & Eastern Illinois— 
Bronson, Ill 
CS BE cxcccceseneescs -E6 
Granite City, Ill. (via St. 

L. M. B.T. at 


Weatville, Ill ..cccccccccee E7 
Chicago & Illinois Midland— 
Auburn, Ill........ cescecesDe 
Chicago & North Western— 
eae 
East Peoria, Ill. (via P. ap... be 
Chicago, Burlin Pes uinc 
East so TIL. (viaP.&P.0. \-D4 
Girard, Ill..... oeccceoceee 
Granite city, Ill. (via St. 

a 4 ee: 
St.Louis, Mo. (viaSt.L.M.B.T.). ‘Bs 
Venice, il. (viaSo.Ry.V.&0.Belt) H2 

icone, Peoria & St. Louis— 
Peoria, Ill. (via P.& P.U.).D4 
Springfield, I11.(vial.C.orS.T.). F4 
Chicago, Rock Island & Pacific— 
East Peoria, Ill (viaP.&P.U.).D4 
Granite City, Tl. — St. 
L. M.B. f. 














Decatur, i (via seers oh F5 
Springfield, Ill............ 
Cleveland, Cincinnati, Chicago 

& ouis— 
Bloomington, Thcecccses -D5 
Danville (Hillery), Ill..... E7 
East Peoria,II1.(viaP.&P.0.).D4 
Granite City, Ill. (via St. 

(= i 4 4 SERRE 
Mackinaw, einen D4 
Venice, Ill. (via So. Ry. 

V. & C. Belt)....... oneeulee 

East St. Louis & Carondelet— 
Granite oy Ill. (via St. 
East ‘st. Louis, Columbia & 
Waterloo— 
Granite City, Ill.(via Alt. 
& Sou.orSt L.M.B.T.)..H2 
East St. Louis Connecting— 
Granite Citv, Ill. (via St. 

ee es ) 
be ay _ (via So. Ry. 

Ve OF OC. Bee evscccvcces H2 

East St. Louis Junction— 
SEM.) Ill. (via St. 


, A 7% | Sees: 2 
Iinois a 
Bloomington, Ill .........D5 


Decatur, Ill. (viaWabash). F5 
East Peoria, II1.(via P.&P.U.).D4 
Granite City, Il.(via Alt. 

& Sou. orSt.L.M.B.T.). = 
PON, Bi cwtdcvasecscsces 
coomee, Til 


iMlinoia Nt ee a 
Edwardsville, Ill......... H8 
Minois Transfer— 
— City, Ill. (via St. 
L. M. B. T.) 
Kankakee é& a oes Traction— 
Urbana, Ill. 
Litchfield & Madison— 
Granite City, Ill.(via Alt. 
& Sou. or St. L.M.B. T.). H2 


eee eeeeeeeees 


_ oe: H8 
Venice, Ti. (via So. Ry. 
, © 1 2 eee H2 


PI, Bil catnsceddeeeoe H8 





{ Louisville & Nashville— 
Granite City, Ill.(via Alt. 

& Sou.orSt.L.M.B.T.)..H2 
Venice, Ill. (via So. Ry. 


Wel Cue) eivcncevced H2 
Manufacturers— 
Granite City, Ill. (via St. 
rh 2 2. | eee 
St. Cae (via St. L . 


Minneapolis & St. Louis— 
East Peoria, III. (via P.&P.U.).D4 


Mississippi Warrior Service— 
Granite City, Ill. (via St. 
L.M.B.T.or Alt.& Sou.). H2 
St. Louis, Mo. (via St. L. 
iS & | eee 
Venice, Ill. (via So. Ry. 
Ve B CO. Bab Geccscccvces H2 


Missouri, Kansas & Texas— 
Granite City, Ill. (via St. 
L. M. B." — 


Missouri Pacifio— 
Granite City, Il.(via Alt. 
& Sou. or St.L.M.B.T.)..H2 
St. Louis, Mo. (via St 
L. M.B. T.) 





Mobile & Ohio— 
Granite City, Ill.(via oo . 
& Sou. orSt.L.M.B.T.).. 
beara (via So. Ry. 


NewYork, Chicago & St. Louis— 

Bloomington, dll. (via C. 

St. L. or Ill. 
ne 
East Peoria, I11. (via P.&P.U.). Dal 
Edwardsville, Ill. (via I. 

fee 
Granite City, Ill.(via Alt. 

& Sou. orSt.L.M.B.T.). .H2 
Ridge Farm, Ill........... F7| 
Venice, Ill. (via So. Ry. 

V.& C. Belt) 


Pennsylvania R. R. S a 
Decatur, Il. (via Wa oat. F5 
East Peoria, Ill. (via P.&.P. )D4 
Granite City,Ill.(via Alt. 

& Sou. orSt.L.M.B.T.). H2) 
eer E5 
Morton, Ill. (via A. T. &8.F.). D4) 
Venice, Ill. (via So. Ry. 


eee eeeeeeees 


eeeeee eeeeee 


Wedd Web cciveccsces H2 
Peoria & Eastern— 
Bloomington, Ill......... D5 
Danville (Hillery), Ill..... E? 
East Peoria,[Il (via P.&P.U.).D4 
Mackinaw, Ill. ..cccccesce D4 


Peoria & Pekin Union— 


East Peoria, Ill... .D4 
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Peoria Ry. Terminal Co.— 
East Peoria, Ill. (via P. & 
De Gkcededndgnaseunsvces D4 


St. Louis & Belleville Electric— 
Granite City, Ill.(via Alt. 
& Sou. orSt.L. M. B. T.).H2 
Venice, Ill. = So. Ry. 
Vi. BO. BGG ccccccccc He 


St. Louis & O’Fallon— 
Granite City, Ill.(via Alt. 
& Sou. or St.L.M.B.T.). .H2 
Venice, Ill. (via So. Ry. 
A 8 H2 
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St. Louis, Troy & Eastern— 
Edwardsville, Ill........ -H3 
Granite City, Ill.(via Alt. 

& Sou. or St.L.M.B.T.).. 





St. Louis & Ohio River— 
Granite City, Ill.(via Alt. 
& Sou. or St. L.M.B.T.)..H2 
St. Louis Belt & Terminal— 
Granite City, Ill. (via St. 
i. ) {eee 


L. H2 
St.Louis, Mo. (viaSt.L.M.B.T.).H2 


i St. Louis Merchants Bridge 


Springfield, Ml..... euneceue Terminal— 
ae Til. {vis So. Ry. Granite City, Til.......... H2 
Sere ee 8) aaa H2 


St. Louis-San Francisco— 
Granite City, Ill. (via St. 
Eon Ee. 


St. Louis, Mo. (viaSt.L.M.B.T.), H2 


| St. Louis Southwestern— 


Granite City, Ill.(via Alt. 
& Sou. or St.L.M.B.T.). .H2 


St. Louis, Mo.(viaSt.L.M.B.1.).H2| 


St. Louis Transfer— 
Granite City, Ill. (via St. 
LL. Mi. B. F. 





St. aun Mo. (viaSt.L.ICB. T) He 


Venice, Ill. (via So. Ry. 
, se | rea H2 


| Southern— 

Granite City, Ill.(via Alt. 
& Sou. orSt.L.M.B.T.).. 

Venice, Ill. (via So. Ry. 
2 8 | See H2 


Southern (V. & C. Belt)— 
Granite City, Ill.(via Alt. 


& Sou. or St.L.M.B.T.). .H2 
Venice, Ill...... ceenceeses H2 
Springfield Terminal— 
Springfield, Ill............ ¥F4 
| Terminal Railroad Association 
of St. Louis— 


Granite City, Ill. (via St. 
re h, A eres 


-. H2 
St. Louis, Mo. (via St.L.M.B.T.).H2 
Venice, Ill. (via So. Ry. 
Wes Pe iccvcciceces H 
Bg ven Peoria & Western— 
East Peoria, Ill.(via P. & 
re U.) 
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Wabash— 
Danville, Ill. (Tilton)..... E7 
Decatur, Ml.. 5 


Granite City, lil. ‘(via St. 
L.M.B.T. orAlt.& Sou.).H2 
Co, | a F4 

St. ee Mo. (via St. L. 
| & 4, 4 eer H2 
Springfield, i EEE F4' 


Staunton, Il...... eee- 3 
Urbana, IIl..........0-+++. E6 
Venice, Ill. (via ‘So. Ry. 
i os | ae H2 
i, ee H3 
Wiggins Ferry Co.— 


Granite City, Ill. (via St. 
L BS. %.) 


° oe De Lelecseeccrssece ‘e 


FREIGHT CONNECTIONS AND 
JUNCTION POINTS— 
(ILLINOIS VALLEY DIVISION.) 


Atchison, Topeka & Santa Fe—{ Chicago 


Streator, Ill....... woemeees C5 
Chicago & Alton— 


Streator, Ill. (via A. T. & 
9 RSE SSN or C5 
Chicago & North Western— 
Spring Valley, Ill......... C4 


Chicago, Burlington & Quincy— 
oe er 
Streator, Ill.(via A. T. & 

ot SERS eer C5 


De Pue, IL. (viaC.,R.1.& P.)C4 
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, Rock Island & Pacific— 
De re, Mibiidvccescqeccead 
Ottawa, Ill.. ‘i 
Marseilles, aaa C5 


Minooka, Til. (via E.J.& E. = 
Morris, Til 
— (viaC. & 


Elgin, Joliet & Eastern— 
Minooka, Ill 


New York Central— 
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Streator, SE anisceanall 
Chicago, Milwaukee & St. Paul— | Wabash— 


Streator, Ill. (via A. T.&S. F.)C5 
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jderable extent, these most needy carriers can be grouped 
‘ districts or regions. At least, regions could be proposed 
hat would, as nearly as possible, take care of this situation 
and increases could be asked accordingly. The Commission 
ought to do this work, but that is no reason why the car- 
riers should not be reasonable in formulating their demands, 
which they must be if they expect success. 

Another plan would be to propose increases in class and 
commodity rates in such way that the benefits would accrue, 
as far as possible, to the needy lines or the needy regions 
instead of to all the roads in the west, without actually 
proposing a regrouping of the roads. This would be a big 
job and, probably, no scheme that was proposed along this 
line would meet general approval or even the approval of 
the Commission. But it would afford a sensible work- 
ing basis. 

Then, perhaps, something could be done along the line 
of a readjustment of divisions so that the weaker roads 
might profit at the expense of the stronger. 

There is also the Potter plan, which the carriers, both 
strong and weak, have strangely avoided. We hardly see 
how the Commission, in view of the revenue showing, 
could refuse its consent to a reasonable increase, the pro- 
ceeds of which would be distributed among the roads earn- 
ing less than five and three-quarters per cent, in proportion 
to their needs. Shippers on lines not participating in the 
benefits of such an increase would, of course, object to 
paying higher rates that weaker roads might be taken care 
of, but that is exactly what they do under the law as 
worked out in the present system, and, so far as that is 
concerned, shippers may be counted on to oppose any 
and every scheme proposed anyhow. 

There is also the matter of the level of state rates in 
the west. It has been asserted, with considerable show of 
truth, by shippers that the level of state rates is far below 
the interstate level and they are opposed to paying higher 
interstate rates until the state rates carry their share of 
their burden. Carriers say this is not true, or, where it is 
true, that it is because their efforts to bring up the level 
of state rates have been rendered futile by the state com- 
missions. The facts of this situation should be fully de- 
veloped. If the state rates are below the interstate level, 
the carriers should be able to show that they have made 
and are making every effort to correct the situation. They 
can hardly feel aggrieved if their petitions to the Commis- 
sion are denied when their hands are not entirely clean, 
whatever the terms of the law and their technical rights 
under it. On the other hand, if they have made proper 
efforts along this line, even though the intrastate level be 
depressed below that of the interstate level, the Commission 
should not refuse the carriers their rights because of some- 
thing neither it nor they can control. 

When all is said and done, however, there will still 
remain the Hoch-Smith resolution, which is a bar to sane 
consideration of any rate proposal that may be made, both 
because of practical considerations and because of political 
conditions. The carriers can only do the best they can. 
They have not yet done it. They should do it promptly 
and see what happens. If their rights are still denied, 
there are always the courts and, sometimes, public sym- 
pathy. Certainly it follows that, if the Commission persists 
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in denying to the carriers in the west a net revenue of 
five and three-quarters per cent, it should readjust rates 
in the east and south to meet what it now seems to con- 
sider the proper level, and it should be frank enough to 
say why and on what basis it has revised its judgment as 
to what is the proper level. 


COMMISSION ORDERS 


The St. Joseph Grain Exchange has been permitted to in- 
tervene in No. 15511, Board of Trade of the City of Chicago vs. 
A T&S. Bot al. 

The Port of New York Authority has been authorized to 
intervene in No. 18031, The American Motor Body Corporation 
et al. vs. B. & O. et al. 

The Alpha Portland Cement Company has been authorized 
to intervene in No. 18257, Sub. No. 1, The Glens Falls Portland 
Cement Company vs. D. & H. et al. 

Swift .& Company, United Dressed Beef Company of New 
York, Van Wagenen & Schickhaus Company, Bimbler Company, 
Sturtevant & Haley Beef & Supply Company, Springfield Pro- 
vision Company, Sperry & Barnes Company, North Packing & 
Provision Company, John P. Squire & Company, Corkran, Hill 
& Company, Inc., White Pevey & Dexter Company and New 
England Dressed Meat & Wool Company have each been au- 
thorized by the Commission to intervene in No. 18316, G. A. 
Durr Packing Company, Inc., vs. C. C. C. & St. L. et al. 

The Bear Oil Company, Benton County Hardware Com- 
pany, C. & D. Filling Stations, Ozark Oil & Gas Company, Ozark 
Milling Company, Ozark Filling Stations, Simpson Mintum Com- 
pany and Joe Campbell have all been permitted to intervene 
in No. 18336, Gibson Oil Company vs. Arkansas Western et al. 

The Merchants Exchange of St. Louis has been authorized 
to intervene in No. 18359, The Atchison Board of Trade et al. 
vs. Abilene & Southern et al. 

The Alton Brick Company has been permitted to intervene 
in No. 18395, The Purington- Paving Brick Company et al. vs. 
A. & W. et al. 

Swift & Company, Plankinton Packing Company and Iowa 
Packing Company have each been authorized by the Commis- 
sion to intervene in No. 18454, Commercial Club of Fargo, N. 
D., vs. Ahnapee & Western et al. 

The Lexington Board of Commerce, Inc., has been author- 
ized to intervene in No. 18500, Southeastern Live Stock Asso- 
ciation vs. Aberdeen & Rockfish et al. 

The North American Cement Corporation has been author- 
ized to intervene in No. 18514, Acme Coal Company et al. vs. 
B. & O. et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation Nos. 845 and 847, In re Geneseo & 
Mount Morris and Western Railway of Alabama, respectively. 

The Public Utilities Commission of Ohio has been author- 
ized by the Commission to intervene in No. 18007, Mid-Con- 
tinent Refiners’ Traffic Association vs. Abilene and South- 
ern et al. 

The Hazel Atlas Glass Company has been permitted to 
intervene in No. 18566, T. C. Wheaton Company et al. vs. Balti- 
more and Ohio et al. 

The Commission has extended the time prescribed in finance 
No. 5500, Construction of the Yuba County Branch by Central 
Pacific Railway, within which the Central Pacific Railway Com- 
pany and/or the Southern Pacific Company shall commence and 
complete the construction of the branch line of railroad to May 
1, 1927, and August 31, 1927, respectively. 

The Merchants Exchange of St. Louis has been permitted 
to intervene in No. 17159 and Sub. Nos. 1 and 2), Southern Kan- 
sas Grain and Grain Products Association vs. Chicago, Rock 
Island & Pacific Railway et al. 

Upon the complainant’s request, the Commission has dis- 
missed No. 17160, Calcasieu Mercantile Company, Inc., vs. Texas 
& New Orleans et al. 

The Commission has further modified its order in No. 
13413, In the matter of automatic train control devices, so as 
to permit the Chicago, Indianapolis and Louisville to install an 
automatic train control device upon that portion of its line be- 
tween Monon, Indiana, and Indianapolis, Indiana, in lieu of the 
installation required by the Commission’s order of January 14, 

1924. 

The California Growers & Shippers, Inc., has been author- 
ized to intervene in No. 18044, Louis Taub, Inc., et al. vs. Le- 
high Valley. 

The Missouri-Kansas-Texas and Missouri-Kansas-Texas 
Railroad Company of Texas have been permitted to intervene 
in No. 18374, Wyatt Metal and Boiler Works vs. D. L. & W. 
et al. 

The New Orleans Joint Traffic Bureau has been authorized 
to intervene in No. 18456, Meridian Traffic Bureau vs. A. & V. 
et al. 

The Coast Coal Company and Kelly Coal Company have 
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each been authorized to intervene in No. 18552, Jersey Central 
Power & Light Company vs. N. Y. & L. B. et al. 

Swift & Company has been permitted to intervene in No. 
18554, Wyeth Hardware and Manufacturing Company et al. vs. 
Alton & Eastern et al. ; 

The Western Union Telegraph Company has been permit- 
ted to intervene in Valuation No. 853, In re the New Jersey & 
New York. 

The Commission has issued a supplemental order in No. 
13413, in the matter of automatic train control devices, author- 
izing the Pere Marquette to remove and discontinue the use 
of that part of the train stop device heretofore installed on 
its line between Pennsylvania Junction, Mich., and Oak Station, 
Mich., a distance of approximately four miles. 

The Commission has modified its orders of June 30, in No. 
16419, Federated Metals Corporation vs. Central Railroad of 
New Jersey et al., and I. & S. No. 2416, in re Terne Metal from 
eastern points to eastern and central territory, which were 
made effective September 25, 1926, and August 20, 1926, re- 


spectively, so that they will become effective on November 
20, 1926. 


SUSPENDED TARIFFS 


In I. and S. No. 2724, the Commission has suspended, from 
August 8 until December 6, schedules as published in supple- 
ments Nos. 5 and 7 to St. Louis-San Francisco, I. C. C. No. 8630. 
The suspended schedules propose to cancel provisions for the 
absorption of connecting lines switching charges at North Kan- 
sas City, Mo., on carload shipments of grain, feed and hay. This 
would have the effect of forcing the shippers to pay the $6.30 
switching charge which at present is being absorbed by the 
St. Louis-San Francisco Ry. Co. 

In I. and S. No. 2726, the Commission has suspended from 
August 10 until December 8, schedules as published in supple- 
ment No. 12 to joint tariff Boyd’s I. C. C. No. A-1570 and Jones’ 
I, C. C. No. 1648. The suspended schedules propose to cancel 
the commodity rates on benzol, carloads, published to become 
effective August 10, from Toledo, O., to the Gulf ports, when 
for export, and to apply in lieu thereof higher class rates. The 
following is illustrative, rates in cents per 100 pounds: 

From Toledo, Ohio, to New Orleans, La., commodity rate pub- 
lished to become effective August 10, 1926, 36; 5th class rate, 42. 

In I. and S. No. 2725, the Commission has suspended from 
August 10 until December 8, schedules as published in supple- 
ment No. 4 to Southern Railway I. C. C. No. A-10015. The sus- 
pended schedules propose to increase the rates on berries, in- 
cluding strawberries, carloads, from points in Alabama and 
Tennessee to destinations in Central Freight Association terri- 
tory. The following is illustrative, rates in cents per 109 
pounds: 


From Huntsville, Ala., to Detroit, Mich., present 96, proposed 
120; Cleveland, Ohio, present 97, proposed 119. From Knoxville, 
Tenn., to Detroit, Mich., present 9814, proposed 111; Cleveland, Ohio, 
present 101%, proposed 110. 





TENTATIVE VALUATION REPORTS 


El Paso and Southwestern Co., as of June 30, 1917, total owned, 
$4,277,000; total used, $16,602,863. Total used figure includes valua- 
tions of leased properties, as follows: Dawson Railway Co., $3,325,000; 
El Paso & Rock Island Railway Co., $5,325,000; El Paso & Northeast- 
Gnowe Co., $3,125,000, and Alamogordo & Sacramento Mountain, 


$52 aonr’ St. Joe Dock & Terminal Railway Co., as of June 30, 1917, 


wm Southern Railroad Company, as of June 30, 1919, 
300 Mount Hope Mineral Railroad Company, as of June 30, 1918, $108,- 


Oklahoma City Junction Railway Company, as of June 30, 1919, 
total owned, $156,089; total used, $159,649. 

Delaware Valley Railway Company, as of June 30, 1919, $190,000. 

Port Huron Southern Railroad Company, as of June 30, 1919, 
total owned, $66,000; total used, $66,191. 
_..West Virginia Midland Railroad Company, as of June 30, 1918, 
$535,295. Prattsburg Railway Corporation, as of June 30, 1918, $160,- 


ti we & North Fork Railway Company, as of June 30, 1918, 





FINAL VALUATION REPORTS 


Valuation Docket No. 144, Green Bay & Western Railroad Com- 
pany et al., opinion No. B-331, 114 I. C. C. 61-115, final value for 
ratemaking purposes of the properties of the Green Bay & Western 
Railroad Company, the Kewaunee, Green Bay & Western Railroad 
Company, and the Ahnapee & Western Railway Company, considered 
as one system, found to be $7,264,197, as of June 30, 1916. 

Valuation Docket No. 208, Portland & Southwestern Railroad Com- 
pany, opinion No. B-330, 114 I. C. C. 51-60, final value for rate- 
making purposes of sees owned and used for common carrier 
purposes found to be $330,616, as of June 30, 1917. 


Valuation Docket No. 584, Christie & Eastern Railway Company, 
opinion No. B-332, 114 I. 


C. C. 116-28, final value for rate-making 
purposes of property owned and used 


for common carrier purposes 
— ~ re Seeeba he of June 30, 1919. wes 
aluation cke Yo. 210, Sainte Marie Union Depot Company, 
opinion — ethan ag I. _ wot a final value for sate-snaking 
purposes o property owne and usec or common carrier urposes, 
found to be $175,360, as of June 30, 1916. tin 


Valuation Docket No. 249, Carlton & Coast Railroad Company, 
opinion No. B-335, 114 I. C. C. 160-70, final value for rate-making 
purposes of the property owned and used for common carrier pur- 
poses found to be $348,603, and of property used but not owned, $25,- 
000, as of June 30, 1917. 


Valuation Docket No. 722, Belt Line Railway Company (Mont- 
gomery, Ala.), opinion No. B-333, 114 I. C. C. 129-41, final value for 
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rate-making purposes of property owned and used for common 
rier purposes found to be $205,000, and of property owned but not 
used, $8,250, as of June 30, 1917. 

Valuation Docket No. 689, Wellington & Powellsville R 
Company, opinion No. B-342, 114 I. C. C. 253-66, final value for Tate. 
making purposes of property owned and used for common Carrier 
purposes found to be $180,550, as of June 30, 1917. 

Valuation Docket No. 522, Wyoming Railway Company, opinioy 
No. B-338, 114 I. C. C. 194-210, final value for rate-making purpog, 
of property owned _and used for common carrier purposes found t 
be $448,160, as of June 30, 1918. 

Valuation Docket No. 36, Flint River & Northeastern Railroad 
Company, opinion No. B-334, 114 I. C. C. 142-160, final value for rate. 
making purposes of property owned and used for common Carrier pyr. 
poses found to be $235,792, and of property used but not owned, $993 
as of June 30, 1915. 


Car. 


ailroad 





FINANCE APPLICATIONS 


The Kansas, Oklahoma & Gulf Railway Company of Texas has 
applied for authority to issue and sell at par to the Kansas, Okla. 
homa & Gulf Railway Company, an Oklahoma corporation, $79,009 
of first mortgage 30-vear gold bonds. The Oklahoma corporation owns 
the outstanding bonds and stocks of the applicant. 

James E. Gorman, president of the Chicago, Rock Island & Px. 
cific, has applied for authority to hold the position of director of the 
Western Pacific Railroad Company. 

The Baltimore & Ohio has filed applications asking authority to 
operate under agreement the properties of the Indian Creek Valley 
Railway Company, the Hamilton Belt_Railway Company and the 
Dayton & Union Railroad Company. The properties are now con. 
trolled by the Baltimore & Ohio through stock ownership. 

The Cisco & Northeastern Railroad Company has applied for 
authority to extend its line from Breckenridge to Throckmorton, 
Texas, a distance of approximately 40 miles. The applicant said 
the present and future public convenience and necessity demanded 
that the territory Throckmorton county, Texas, be served with a 
line of railroad in order that its great agricultural, stock and min- 
eral interests might be developed. : 

The New Jersey, Indiana & Illinois Railroad Company has ap- 
plied for authority to issue $468,360.85 additional of its capital stock 
consisting of 4,683.6085 shares of the par value of $100 each. All the 
outstanding stock of the applicant is owned by the Wabash. The 
stock will be issued in reimbursement for capital expenditures and 
delivered to the Wabash as a dividend. E 

The Delta Land & Timber Company has applied for authority to 
abandon its line of railroad, known as the Neame, Carson & South- 
ern Railroad Company, located in Vernon and Beauregard parishes, 
La. The line was built for logging operations and has served its pur- 
pose, according to the application. 





UNCONTESTED FINANCE CASES 


The Seaboard Air Line has been authorized to sell $8,000,000 of 
first and consolidated mortgage 6 per cent bonds at not less than 
934%, ner cent of par and accrued interest. 

The New Orleans, Texas & Mexico has been authorized to issue 
and sell $4,600,000 of first mortgage 5 per cent bonds at not less than 
9714 per cent of par and accrued interest. 

“The Belt Railway of Chicago has been authorized to operate under 
trackage rights over certain parts of the Chicago & Western Indiana 
and to assume obligation and Hability as lessee in respect of 
$31,778.01 of Chicago & Western Indiana first and refunding mort- 
gage bonds. 

The Bell Telephone Company of Pennsylvania has been author- 
ized to acquire the property of the Stroudsburg & Bushkill Telephone 
Comnany. 

The Central of Georgia has been authorized te procure authen- 
tication and delivery of $5,394,000 of refunding and general mortgage 
5 per cent bonds to be pledged and repledged from time to time for 
short-term notes. 

The Gettysburg & Harrison Railway Co. has been authorized to 
extend from October 1, 1926, to October 1, 1956, the maturity of $565,- 
000 of its mortgage bonds. The Reading Co. was authorized to guar- 
ntee the bonds. 
° The West Pittston-Exeter Railroad Co. has been authorized to 
construct and operafe a line of railroad in Luzerne county, Pa., ex- 
tending from a nroposed connection with a line of the Delaware, 
Lackawanna & Western in West Pittston, to a point 4 miles distant 
between the Sullivan highway and the Susquehanna river. 

Acquisition by the Cumberland Telephone & Telegraph Co., bone 
of the properties of the Citizens Telephone Co. has been approve 
by the Commission, 





EX-LAKE IRON ORE RATES 


Hearing in I. and S. 2709, ex-lake rates on iron ore, from 
Chicago to Granite City, was completed before Examiner Flem- 
ing at Chicago, Aug. 6. 

Cc. C. Cameron, for the respondents, made comparisons of 
the rate proposed, with divisions of rates accruing to the read 
in different territories, on the basis that it was fair, when the 
rate was a proportional rate, to use that part of it paying for 
the service done by one road in making comparisons ~’ith divi 
sions of rates. His comparisons went to show that the rate 
proposed on ex-lake iron ore was compensatory. ; 

A. F. Cleveland, for the protestant carriers, said it was im- 
proper to use an ex-lake rate as part of a proportional rate, 
because there was a gap between services performed by rail 
carriers—a gap where the service was performed by a carrier 
over which the Commission had no control. Mr. Cleveland said 
the respondent’s argument in defense of the proposed rate to 
the effect that the ratio of the iron ore rate to the pig iron 
rate in one territory was a justification of the ratio between the 
two in another territory might have some merit if the rates 
were made that way, but they were not. He said iron ore was 
not related to pig iron in rate making. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-te-date. 
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Hoch-Smith and General Increases.—A percentage increase 
or decrease in freight rates in the future, at least so long as 
the Hoch-Smith resolution remains on the statute books, there 
is reason to think, will be as rare as snow storms in July in 
the north temperate zone. Talk among those in close touch 
with the undercurrent, caused by the Commission’s decision in 
Ex Parte 87 and the No. 17000 appendix thereto, shows that, 
whether they ever say it as bluntly or not, Commissioners 
believe the resolution requires them to provide for a shifting 
of rate burdens from the shoulders of the products of agriculture 
to the shoulders of other sorts of freight. Until they have made 
some shifting they can see every reason imaginable why they 
should not permit percentage increases such as the western 
carriers proposed. It is conceivable that if some real emergency 
arose the Hoch-Smith resolution would not be permitted to stand 
in the way of efforts to prevent general insolvency, but, it is 
suggested, the emergency would have to be so real there could 
be no argument about it. Shortly, the Commission is expected 
to put out a questionnaire in No. 17000 that will show its inten- 
tion to inquire into the quality of rates on every principal com- 
modity. It suggested such a list of questions, and had its experts 
hold a conference on the subject with traffic vice-presidents and 
managers, in June, but the conference was something of a flivver 
for the reason that the Commission men did not seem able to 
get the idea over to the traffic men that what the Commission 
wanted were data showing the character of the rate structure 
in each of the three great classification territories so that, when 
matched up, it could see whether the structures were sym- 
metrical throughout; that is to say, that it could say, after look- 
ing, that what purported to be a 2x12 joist was really such 
a bit of timber throughout the whole country and not a 2x16 
at some points and a 2x8 at others, as now seems the fact. 
In other words, before the Commission can do any transferring 
of burdens, it must be certain that it knows the character of 
the under structure from which a burden is to be moved and 
also the character of the structure to which the burden is to be 
transferred. It is submitted that the Commission has a mass of 
material, say, about oil, from all parts of the country, but there 
has been no such survey of all the oil rate structure’s parts to 
determine whether the western part is too light or too heavy 
in relation to the parts of the structure in the east and the 
south. But even such a comparison, it is submitted, is not suffi- 
cient. It is necessary, it is believed to be almost obvious, that 
a comparison be made between the oil structure on the one 
hand and all other rate structures on the other, before it can 
be determined whether oil is doing its share in carrying the 
general burden. There has never been a comparison, it may be 
said, between the burden carried by oil and, for illustration, 
iron and steel. In Official Classification territory both oil and 
iron and steel are rated fifth class. In figures, of course, they 
are bearing the same burden but no one has ever made a com- 
parison of average loading, average haul or terminal expenses. 
Fayette B. Dow, an oil attorney, however, a few months ago, 
showed that, contrary to the general thought on the subject, 
oil tank cars made less empty mileage than freight cars gen- 
erally. He also pointed out that there was no such terminal 
expense on oil as on other varieties of freight, all of which may 
have an important bearing on the question whether oil is paying 
less than its share or whether iron and steel are paying too 
much. No one has ever made a nation-wide examination, it is 
suggested, of the structure called grain and grain product rates. 
Some comparisons have been made as to livestock, with the 
result that railroad attorneys have had no hesitation in saying 
that livestock rates instead of being cut should be increased. 
These suggestions, it is believed, will tend to show why Com- 


missioners, in the future, will be chary about allowing general 
increases. 





The Forgetful Ford—Twenty years ago the women wore 
such fearfully and wonderfully constructed headgear that every 
time one of them walked forth she asked, at every opportunity, 
“Is my hat on straight?” In these days of cloche hats, or the 
slight modifications of the bell, such a query is unnecessary. 
But, according to the late Bert Williams, a thump in the front 
caused a bulging out in the back. The womenfolk having been 
relieved of the necessity of asking questions, the law of com- 
pensations or something of that sort seems to make it necessary 
for the lords of creation to supply the deficiency in the question 
market. Now there is Henry Ford. Having a multitude of 
questions and problems on his mind, it may be suggested, it was 
not strange that he forgot, for three years, almost, that he had 
not completed on time that part of the Detroit & Ironton in the 
Rouge River and lower Detroit river section which the Com- 
mission had said that he should complete not later than Decem- 
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ber 31, 1922, and, more important than that, that he had for- 
gotten to ask for an extension of the time for completion from 
the last day of 1922 to the like day in the following year. He 
forgot to ask whether his record was on straight. Making of 
application for an order now extending the date of completion 
from December 31, 1922, to December 31, 1923, when the con- 
struction work was actually completed, suggests that the rail- 
roads of ‘the country, by the transportation act of 1920, had 
placed on their heads a burden in no way inferior to the hats 
of 1906. There is a reason, however, for Congress or the Com- 
mission having put a limit to the time in which a certificate 
authorizing construction should have life. In Pennsylvania 
twenty years ago, if not now, there was a statute under which 
a company could mark out a right of way for itself and thereby 
keep every other person off it, in the sense of building a railroad. 
There was no limit on the life of such a pre-emption. The result 
was that the development of certain counties seemed to be held 
back because all the available routes through rough country 
were pre-empted by or in behalf of corporations that had no 
definite plans other than those for keeping others out. 





Millions in It.—Undoubtedly some of those interested will 
take an appeal from the division’s decision in the Standard Oil 
(Indiana) and related cases involving the applicability of the 
Sligo rule to thousands of carloads of oil shipped over probably 
circuitous but technically open routes in the period from March 
1, 1920, to March 9, 1924. Seemingly, there are millions bound 
up in the case. The idea, at the time the Standard decision was 
made, was that there might be several hundreds of thousands. 
Since that time, the talk among traffic managers and attorneys 
has been to the effect that the sum runs into the millions. 
Estimates run as high as $12,000,000. In the Commission’s report 
in the Standard case the plight of the short lines, such as the 
Litchfield & Madison, that would follow the application of the 
Sligo rule, was mentioned. Seemingly not only the short lines 
but the big ones as well would be seriously affected were the 
Commission to hold that the Sligo rule should apply. However, 
a judicial or quasi-judicial tribunal is not supposed to be deterred 
from making a proper decision by the amount of money it would 
take from one of the litigants. Another suggestion heard in 
connection with the case is that professional freight reparation 
hunters have promoted the litigation. Even that is not supposed 
to influence a tribunal. If there is anything unethical on the, 
part of the practitioners, that is not supposed to have any bear- 
ing on the merits of the case. However, there is a phase of 
the subject that is coming to the front to make trouble for some 
one, possibly for the railroads and perhaps the Commission. 
The decision held part of the tariffs inoperative. It did not say 
the parts were unlawful and order them cancelled. The query 
is what rates, in view of the exceptions in the tariffs, are to be 
applied. The exceptions, as generally understood, were put in 
to keep the supposed commodity rates going above the fifth 
class rates. If the intermediate rule is not operative, then, it 
is asked, how can Chicago or any other point named in the 
tariffs have anything other than class rates? The intermediate 
rule also was established, as generally understood, to avoid the 
necessity for publishing commodity rates to every point. If 
the intermediate rule is not operative, it is asked, how can 
more distant points have the commodity rates and the inter- 
mediate points the class rates, without violation of the fourth 
section? The intermediate rule was made necessary by the 
fourth section. If it is inoperative, it is suggested, then the 
more distant points, having specific rates in the class tariffs, 
are excepted and must take the higher class rates. The fact 
of the matter is, it is believed, the thing has become so com- 
plicated that the Commission must do something to show which 
parts of the tariff are illegal, if any, and not leave the case with 
the declaration that some thing in the tariff is inoperative with- 
out anything in the tariff to show the user thereof what is and 
what is not operative. 





American Exporters Not Boobs.—In the fiscal year ended 
June 30 last, there was a 16 per cent increase in the export of 
manufactured American gonds. They were more than double 
the pre-war average even after making allowance for the higher 
prices. They were more than 50 per cent greater than the 
average for the four year period 1920-1923 both inclusive. Time 
was when the American exporter was supposed to have all the 
dexterity of a man equipped with ten instead of only two thumbs. 
Seemingly that time is gone. Apparently the American exporter 
knows how to pack his goods, how to see that they make good 
in the hands of the foreign users, and how to finance the seller. 
Only a few years ago Americans were admitted to know about 
mass production but nothing about the fine arts of salesmanship 
or financing of the goods they produced. One of the things that 
foreigners seem to like is the American plan of making one 
price on the goods and then adhering to it at least long enough 
to enable an ordinary man to turn over his stock before a new 
price is made on the identical article. In other words, the Amer- 


ican manufacturer seems to operate on the theory that unless 
the retailer makes a profit there can be no repeat orders, which, 
in the end, are the ones that bring in the profits that count. 










In only three lines was there a decrease in 1926 compared with 
1925. That was in leather manufactures, tobacco manufactures 
and cotton manufactures, including yarns, and they were only 
fractional. Of course, the big increases were in refined petro- 
leum, iron and steel, industrial machinery, automobiles, parts 
and accessories, particularly trucks and complete passenger 
cars, and tractors. 





























Ladies of the Examiner Staff.—The first thing the old timers 
about the Commission know rate cases will be coming before 
woman examiners. The second woman examiner in the his- 
tory of the Commission has been commissioned. She is Miss 
Lois Gates Gorman. The first woman to be given a professional 
rating by the Commission is Miss Grace Eddy. Both are as- 
signed to the finance bureau, so the day of a woman struggling 
with freight rates, as an examiner, is yet to arrive. Miss Gor- 
man, whose home is at Williamsport, Pa., became a member 
of the Commission’s force in 1916, serving Commissioner An- 
derson, now Judge Anderson, and Commissioner Eastman, now 
the chairman, as clerk stenographer. In the meantime she 
studied law, being graduated from George Washington Uni- 
versity Law School and admitted to practice before the court 
of the District of Columbia in 1923. She is a member of Phi 
Delta Delta, the women’s legal fraternity, serving as vice-pres- 
ident and as editor in it, relinquishing the vice presidency last 
month.—A. E. H. 



















































































RAILWAY WAGE NEGOTIATIONS 


The Trafic World New York Bureau 


Officials of the Eastern railroads and of the conductors’ and 
trainmen’s brotherhoods met with members of the newly or- 
ganized railroad board of mediation, in New York this week, 
to hear the pleas of the labor organizations for increased wages, 
amounting to an average of about one dollar a day. The ses- 
sions were held behind closed doors. 


Col. Samuel T. Winslow, chairman of the board, presided. 
The full membership was present, including Edwin P. Morrow, 
W. W. Hangar, Hysell Davies and Carl Williams. The Brother- 
hood of Railroad Trainmen was represented by W. G. Lee, 
president; and the following members of the executive commit- 
tee; Charles Musser, Pennsylvania Railroad; William J. Welsh, 
«the Lackawanna; John Madden, Erie; and Charles W. Jones, 
Baltimore & Ohio. The Railway Conductors were represented 
by L. E. Shepherd, president; and the following members of the 
executive committee: M. J. Slattery, New York Central; H. S. 
Hopkins, Maine Central; Thomas Todd, Grand Trunk; and F. 
S. Thomas, C. C. C. & St. L. Shepherd and Lee acted as spokes- 
men for the labor men. J. G. Walber, vice-president of the New 
York Central, was chairman of the railroad group. 


Both the morning and afternoon sessions, August 9, were 
given over to the arguments of the conductors and trainmen, 
who contended that living costs and current wages paid by 
other industries warranted a general increase in the daily pay 
to the following levels: Road passenger conductors, $7.70; road 
passenger brakemen, $5.70; through freight conductors, $7.16; 
through freight brakemen, $5.84; yard service conductors, $7.64; 
yard brakemen and helpers, $7.16; local freight train conductors, 
$7.68; local freight train brakemen, $6.24; switch tenders, $5.72. 


Each of these represents about one dollar a day advance over 
present basic wages. 


Representatives of the eastern railroads appeared before 
the Board of Mediation, August 10, to express their reason for 
opposing the demands of the employes for increases in pay 
at this time. They denied a general increase in living costs. 
The full membership of the committee was present, including 
John G. Walber, vice-president of the New York Central, as 
chairman; C. W. Galloway, operating vice-president of the 
Baltimore & Ohio; R. V. Massey, general manager of the Penn- 
sylvania Lines East; C. H. Ewing, operating vice-president of 
the Reading; C. E. Denney, operating vice-president of the 


Nickel Plate; and B. R. Pollock, operating vice-president of the 
Boston & Maine. 


The discussion involves approximately 150,000 road con- 
ductors, 11,000 yard conductors, 35,000 road trainmen, and 30,000 
yard trainmen, but as the results in this case will set a 
precedent for other railroad employes throughout the country 
the outcome will affect the entire 1,800,000 men engaged in 
engine, train and yard service in the United States. 

Colonel Samuel E. Winslow, chairman of the board, issued 
the following statement in response to inquiries on the duties 
and powers of the board under the Watson-Parker Act: 


I agree that it appears desirable, in the interest of common 
understanding, to set forth at this time some of the basic ideas 
which the Board of Mediation has in mind in proceeding with 
its work. 

The general underlying thought throughout the entire rail- 
way labor act is agreement between the parties. Setting aside 
for the time being various technical steps involved in the law, it 
becomes the primary duty and function of the Board of Mediation 
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in all its work to assist the parties in a dispute to an amicable 
agreement among themselves. The board is not empowered to Make 


decisions or awards, which might be enforcible against either 
one of the parties. 


The work of the board then appears to be largely that of 
finding a basis for a common understanding which will enable 


the parties to reach some mutually agreeable adjustment and set. 
tlement of their differences. 


There appears to be much misapprehension of the railway 
labor act and of the duties imposed by it upon the Board of 
Mediation. It should be clearly understood that the board does 
not make or impose decisions upon either party to a dispute. 
Its work is largely that of extending good offices. This being the 
case, it is apparent that a high degree of good faith and eo. 
operation is necessarily imposed upon all parties in invoking 
the assistance of the board if we are to make progress toward 
stable and orderly conditions in the field of railway labor. 


Both the carriers and the employe organization, during con- 
sideration of the railway labor act in the Congress expresseq 
definite intention to lend their best efforts to the method set forth 
in the law to settle disputes in the transportation field. It is 
the expectation of the Board of Mediation that it will have from 
the start the hearty co-operation of both the carriers and the 
employe organizations. 

The Board of Mediation met in executive session Wednesday 
to consider the arguments expressed during the two previous 
days, and to decide upon further procedure. 


Washington Offices Opened 


The Board of Mediation, the official name of which is the 
“United States Board of Mediation,” has obtained quarters on 
the seventh floor of the Earle building, E and 13th Sts., N. W., 
Washington, D. C. Including the five members of the board the 
organization now embraces 30 persons. Three divisions have 
been set up, one to handle matters relating to clerical em- 
ployes, one to handle matters relating to maintenance en- 
ployes, and one to handle matters relating to transportation 
employes. The offices of the board have been furnished with 


furniture turned over to the board by the old Railroad Labor 
Board. 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 16419, Federated Metals Corporation 
vs. Central Railroad of New Jersey et al., and respondents in 
I. & S. No. 2416, terne metal from Newark, N. J., to Eastern and 
Central territory, have asked the Commission for an extension 
of effective date of orders entered by division 3 in said dockets 
on June 30, 1926, and reconsideration by division 3 of the de- 
cision rendered by it on said date. 

The complainant in No. 16596, Milne Lumber Company vs. 
St. Louis-San Francisco Railway et al., has asked the Commis- 
sion to grant a reargument therein. 

The New Orleans Joint Traffic Bureau, intervener, in No. 
12798, Galvston Commercial Association vs. Galveston, Harris- 
burg & San Antonio Railway et al., has asked the Commission 
for indefinite postponement of order of June 24, 1925, in so far 
as it applies to export rates on grain. 

The complainant in No. 15360, The Board of Trade of Kan- 
sas City, Mo., vs. A. & W. et al., has petitioned the Commis- 
sion to grant a rehearing. 

Agent J. E. Johanson has filed a petition with the Commis- 
sion requesting a modification of its order in No. 16005, so as 
to remove the requirement for indefinite maintenance of a rate 
of 48 cents per 100 pounds on bull wheel arms, cants and pins, 
from Tulsa, Okla., to Scottdale, Pa. 

The complainant in No. 15220, G. Caruso & Company vs. 
Chicago & Eastern Illinois et al., has filed a second petition with 
the Commission requesting a rehearing. 

The complainant in No. 17193, Lindsley Brothers Company 
vs. Great. Northern et al., has asked the Commission to grant 
rehearing and reargument therein. 

The complainant, in No. 16691, J. D. Hollingshead Company 
vs. Jonesboro, Lake City & Eastern Railroad et al., has asked 
the Commission to grant a rehearing. 

The defendants in No. 16327, Texas Portland Cement Com- 
pany vs. Arkansas Western et al., have requested the Com- 
mission to modify its order therein by extending the effective 
date thereof to October 20, 1926. 

The Director-General of Railroads has filed a petition with 
the Commission in No. 9971, National Pole Company vs. Di- 
rector-General et al., asking that the reparation order entered 


therein be vacated and set aside, the opinion reversed, and 
the complaint dismissed. 


PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Effective at once, the following transit rates will apply with re- 
spect to parcels addressed for delivery in Portuguese Timor: One 


to two pounds, 72 cents; three to sev ; 
ane, Cae 3 seven pounds, $1.02; eight to il 


The postage and transit charges must be prepaid by postage 
stamps affixed to the parcels at time of mailing. 

he above modifies the transit rate as shown under the item 

“Portuguese Timor’ on page 257 of the annual Postal Guide for 1926. 
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WATER WORKS COMBINATION 


Failure of the carriers to detect an error in their tariff pub- 
lications has caused the Commission, by division 2, in No. 1453, 
Birmingham Traffic Bureau vs. Director General, Alabama Great 
Southern et al., mimeographed, to find that the applicable rates 
on automobiles, carloads, from Detroit, Flint and North Flint, 
Mich., and on plumbers’ supplies, from Noblesville, Ind., to Bir- 
mingham, Ala., not unreasonable but that certain shipments 
were overcharged. It directed the refund of the overcharges 
and dismissed the complaint. 

There were no joint rates on automobiles from Detroit and 
Flint prior to January 15, 1921, nor from North Flint prior to 
August 20, 1922. On those days joint rates were established on 
automobiles equal to or slightly less than the then existing Jef- 
fersonville, Ind., combination. The complaint alleged that since 
October 9, 1920, the rates charged were in excess of those to 
more distant points and that those which moved prior to Octo- 
ber 9, 1920, were in violation of section 10 of the federal con- 
trol act. The rates on plumbers’ supplies were combinations 
throughout the period. : 

Prior to the dates shown the rates assessed on automo- 
biles and during the entire period as to plumbers’ supplies were 
on the basis of a two-factor Ohio River (Jeffersonville) combina- 
tion. The complainant contended that in the absence of joint 
rates a three-factor combination, basing on Louisville and Water 
Works, Ky., when lower than the two-factor combination, was 
the applicable rate. 

Water Works, one of the three-factor basing points, is a 
non-agency station at the end of a branch line of the Louisville 
& Nashville, within the city limits of Louisville, but not within 
the switching limits. Prior to January 1, 1916, the rates from 


Water Works to Birmingham were higher than from Louisville, - 


but on that day, owing to revisions made in accordance with 
fourth section order No. 3866, the rates from Louisville to Bir- 
mingham went up but not from Water Works. In fact, rates from 
Water Works were overlooked and no change was made in them 
until April 22, 1922, when the oversight was detected and the 
rates from Water Works to Birmingham were made higher than 
those from Louisville to Birmingham. 


In the course of its report the Commission had to interpret 
the words “base point” as used in rule 5 (b) of Tariff Circular 
18-A. On that point it said: 


Complainant’s allegation that the lower three-factor combination 
was the legal rate, is based principally upon our rule 5 (b) of tariff 
circular 18-A, reading in part as follows: 

“If shipment moves to or from a point of origin, or of destination, 
or via a junction point with connection or branch line at which 
interchange is made directly intermediate to the base point upon 
which the lowest combination makes, such combination must be 
applied; and it is not necessary to haul the shipment to such base 
point and back again to or through point of origin or destination or 
such junction point.’’ 

Defendants challenge the application of rule 5 (b) in this instance 
upon several grounds, the more important being that Water Works 
is not a “base point,’’ and also in view of the fact that the route 
through Water Works does not constitute a “reasonable route’’ 
such as contemplated by our rule 214 (c) of conference ruling bulletin 
No. 7. The term “base point’? in the former rule was not intended 
to refer to stations named in tariffs as basing points, or even to well 
known basing points, such as the Ohio River crossings, but was used 
merely to refer to any point upon which rates may base. As to 
defendants’ second contention it should be obvious that the real 
purpose of rule 5 (b) was to relieve the carriers from the necessity 
of hauling a shipment from the junction point to the base point and 
back from the base point to the junction point in order to permit 
the application of the base point combination. In other words, the 
rule obviates the necessity of hauling a shipment via an unreasonable 
route and but for the rule the defendants’ contention that the 
Water Works route would constitute an unreasonable route would be 
well taken. It follows that the two-factor rates charged on the ship- 
ments which originated at Detroit and Flint prior to January 15, 1921, 
moving via Louisville and on the shipments which originated at North 
Flint and Noblesville prior to March 22, 1922, moving via Louisville, 
were inapplicable. 


The finding is as follows: 


_ We find that the two factor combination rates charged on the 
shipments which originated at Detroit and Flint prior to January 15, 
1921, and which moved via Louisville, as well as the two-factor 
combination rates charged on the shipments which originated at 
North Flint and Noblesville prior to March 22, 1922, and which 
moved via Louisville, were inapplicable, and that the applicable 
rates were the three-factor combinations basing on Louisville and 
Water Works. Refund of the overcharges with interest should be 
promptly made. 

We further find that for the past the applicable rates assailed 


were not unreasonable. An order will be entered dismissing the 
complaint, 


Commissioner Campbell, concurring in part, said he thought 
the joint rates of $2.605 and $2.695 applicable on automobiles, 
from Detroit and Flint, respectively, between January 15, 1921, 


Decisions of Interstate Commerce Commission 
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and April 22, 1922, were unreasonable to the extent they exceeded 
the Louisville-Water Works combinations of $2.48 and $2.575 
respectively. He said the railroads had not rebutted the prima 
facie unreasonableness of those joint rates and said reparation 
should have been awarded to the combination basis. 


RATES ONLY PREJUDICIAL 


A finding of undue prejudice, but not of unreasonableness 
nor of unjust discrimination, and a denial of reparation, have 
been made in No. 15385, Wood Curtis Co. et al. vs. Northern 
Pacific et al., mimeographed, as to rates on potatoes, from points 
in the Yakima Valley, Wash., to destinations in California. The 
report also covers No. 15633, Jacobs, Malcolm & Burtt et al. vs. 
Northern Pacific et al. The Commission, by Division 3, with 
Commissioner ‘Campbell dissenting, made a finding, with which 


compliance has been ordered not later than October 1, as fol- 
lows: 


We find that the rates assailed were not and are not unreason- 
able or unjustly discriminatory. We further find that those rates 
were and are unduly prejudicial to this traffic from the points of 
origin considered in undue preference of like traffic from Spokane, 
Kennewick, Walla Walla and Dayton, Wash., and points taking the 
same rates, to the extent that the difference between the rates as- 
sailed and the contemporaneous rates from the last-named points to 
the same destinations is more than the difference between the con- 
temporaneous rates on the same traffic from the same points of or- 
igin to Portland, Ore. Compliance with this finding will remove the 
fourth-section departures in_so far as points of origin are concerned. 
The class-C proportional rate from Portland to San Francisco ex- 
ceeds the rates to intermediate points. The application for relief 
in such instances is pending before us in another proceeding and 
will be determined in that case. Because of insufficient proof of 
damage reparation will be denied. 


MONTGOMERY COTTON CASE 


Carriers having failed to act upon its findings, the Com- 
mission, by division 3, in No. 15212, Montgomery Cotton Ex- 
change vs. Seaboard Air Line et al., mimeographed (109 I. C. C. 
579-87, Traffic World, April 17, p. 1032) has issued an order 
requiring them to establish and apply provisions for the con- 
centration and warehousing of uncompressed cotton, at Mont- 
gomery, from designated territories of origin to specified des- 
tinations, effective not later than September 20, without the 
addition of back-haul charges to the rates from points of origin 
to points of destination. The order is in accordance with the 
findings. The carriers were given 90 days from the service of 
the order to comply with the findings without the issuance of 
an order. Other than the formal parts, the order is as follows: 


It is ordered, That the above-named defendants, according as 
they participate in the transportation, be, and they are hereby 
notified and required to establish on or before September 20, 1926, 
upon notice to this Commission and to the general public by not 
less than five days’ filing and posting in the manner prescribed 
in section 6 of the interstate commerce act, and thereafter to main- 
tain and apply provisions for the concentration of uncompressed 
cotton and the warehousing of compressed cotton at Montgomery, 
Ala., from stations on the main line of defendant Louisville & Nash- 
ville Railroad Company between Decatur and Mobile, Ala., including 
Decatur, and its branch lines west thereof for reshipment within 
twelve months to the south Atlantic ports of Charleston, S. C., Sa- 
vannah, Ga., Brunswick, Ga., and Jacksonville, Fla., and through 
the south Atlantic ports of Savannah, Ga., and Charleston, S. C., 
to cotton mill points in New England; from the aforesaid stations, 
except those north of Birmingham, Ala., for reshipment within 
twelve months to cotton mill points in North Carolina, South Caro- 
lina and Georgia; from stations on defendant Louisville & Nash- 
ville north of Birmingham for reshipment within twelve months to 
mill points in Georgia south of the line of defendant Seaboard Air 
Line Railway Company from Cedartown, Ga., through Elberton, Ga., 
to the Savannah River; and from stations on defendant Mobile & 
Ohio Railroad Company between Columbus, Miss., and Montgomery, 
and stations on defendant Southern Railway Company in Alabama 
west of the main line of defendant Louisville & Nashville Railroad 
Company between Decatur and Mobile for reshipment within twelve 
months to the south Atlantic ports of Charleston, S. C., Savannah, 
Ga., Brunswick, Ga., and Jacksonville, Fla., and cotton mill points 
in Georgia, North Carolina, South Carolina and New England, at 
the joint rates in effect from original shipping points to ultimate 
destinations by way of Montgomery, without the addition of back- 
haul charges. 

It is ordered, That nothing herein shall preclude defendants 
from exacting charges for such concentration or warehousing in 
transit in accordance with their tariffs lawfully on file with the 
Commission. 


GREEN MARBLE CASE DISMISSED 


Giving recognition to the operating and financial handicaps 
of the Maryland & Pennsylvania, a short line between York, 
Pa., and Baltimore, Md., 20 miles longer than the line of the 
Pennsylvania between the same points, the Commission, by di- 
vision 3, has dismissed No. 17431, Cardiff Green Marble Com- 
pany vs. Maryland & Pennsylvania et al., mimeographed. It 
found the rates on marble, in less than carloads, from Cardiff, 
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Md., to various destinations in the eastern and New England 
states not unreasonable or unduly prejudicial. 

Cardiff is a local station on the Maryland road, substantially 
midway between the termini of the short line. The green marble 
on which fourth class is imposed when in the rough and Rule 26 
when finished, the Commission said, was used in buildings 
where a decorative stone was desired. It said the ratings 
were not attacked nor the general level of class rates on the 
Maryland but the complaint alleged the through class rates 
applied on the traffic from Cardiff were unreasonable and un- 
duly prejudicial in comparison with rates from competing points 
of production and supply. The rates applied were combinations 
of the Maryland’s locals to the junctions at York and Baltimore, 
plus the class rates beyond. The complainant asked for the 
application, from Cardiff, of the same rates that applied from 
Conowingo and Bentley Springs, Md., local points on the Penn- 
sylvania, one fifteen miles east and the other about a like 
distance west of Cardiff. Those points, the report said, took 
approximately the same class rates as other trunk line points 
in the Philadelphia-Baltimore group. The Commission said it 
was not shown that marble of the kind under consideration was 
produced at those points or that the complainant encountered 
any competition at them. In disposing of the case, the Com- 
mission said: 

Traffic and transportation conditions in connection with shipments 
from Cardiff to the destination territory, in so far as the initial part 
of the movement is concerned, are materially different from and 
less favorable than those obtaining between the trunk-line points 
compared by complainant. These latter points are not only located 
for the most part on main lines of trunk-line carriers operating 
through territory of heavy traffic density, but in many instances 
the transportation entails only a single-line haul. The Maryland 
is a road of light traffic density and encounters substantial opera- 
ting handicaps in the form of heavy grades and numerous curves. 
It handles practically no through or overhead traffic and is depend- 
ent upon such business as originates or terminates at points on 
its line, upon the most of which it receives its local rates. For 
the 10-year period 1915 to 1924, inclusive, its average ratio of return 
on investment in road and equipment has been 2.76 per cent. This 
carrier urges that it is in no position to consider any reductions in 
rates which would affect its gross receipts. In West Virginia Pulp 
& Paper Co. vs. B. & O. R. R. Co., 104 I. C. C. 495-518, concerning 
rates on pulp wood, in carloads, we recognized conditions obtaining 
on.the Maryland and allowed an arbitrary over the rates prescribed 
from points on connecting trunk lines to be applied on shipments 
originating on the carrier named. In comparison with. decorative 
marble pulp wood is a low-grade commodity, moves in large volume 
in carloads, is produced at numerous points, and is highly competitive. 

Defendants are opposed to the establishment of less-than-car- 
load commodity rates and take the position that class rates are proper 
for application to such traffic, and that the level of such rates from 
points on the Maryland may properly be higher than between points 
on trunk lines in the same general territory. They express the view 
that the present rates on the higher classes in the territory under 
consideration do not afford a sufficient return for the handling of 
less-than-carload freight, and state it to be the purpose of carriers 
generally in this territory to increase the rates on the classes which 
move the less-than-carload tonnage in connection with giving con- 


sideration to reductions in the lower classes which move most of 
the carload traffic. 


Whatever rate disadvantage complainant may be laboring under 
in the marketing of its products appears to be principally because 
of the location of its quarry on an independent owned and operated 
short line of railroad of light traffic density and unfavtorable op- 
erating conditions. The general level of the class rates within trunk- 
line territory, and between that territory and New England territory, 


is bal under investigation in No. 15879, Eastern Class Rate Investi- 
gation, 


‘PAPER INCREASE FORBIDDEN 


The Commission, by division 3, in I. and S. No. 2677, paper 
from Holyoke, Mass., to Newark and Nutley, N. J., mimeo- 
graphed, has found not justified the proposed increased rates 
on paper, carloads, from Holyoke to the New Jersey points 
mentioned. It has ordered the suspended schedules cancelled 
and discontinued the proceedings. The proposal was to cancel 
a rate of 22.5 cents, which is the same as the sixth class rate 
from Springfield, Mass., to the New Jersey destinations. It was 
made by the New Haven. A rate of 27 cents was proposed in 
its stead. The Commission said the only reasons advanced in 
support of the proposition were that printing paper rates from 
New England to Trunk Line territory were generally on the 
sixth class basis and that the cancellation of a 22.5 cent rate 
over the route of the Boston & Maine, in 1924, removed any 
necessity for its continuance by the New Haven. 

The last mentioned contention, the report said, overlooed the 
fact that the route of the Boston & Maine was more than 100 per 
cent greater than that of the New Haven and that the former 
was no the rate-making line. It said the New Haven introduced 
no evidence tending to show that the present rate was unre- 
munerative. It said that exihbits submitted by the protestant, 
George LaMonte & Son, showed a rate of 22.5 cents on printing 
paper from seven shipping points in western Massachusetts, to 
Newark, from which sixth class rates of 28.5 cents applied. In 
the opposite direction, the report said, there were commodity 
rates from Newburgh, N. Y., to Holyoke and Worcester, for 
longer hauls, of 22.5 cents and of 19 cents from Newburgh to 
Pittsfield, also for a longer haul than the average from the seven 
Massachusetts points to Newark and Nutley, which average was 
said to be 227 miles. 
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WET WOOD PULP RATE 

The Commission, by division 2, has dismissed No. 16421, 
Consolidated Water Power & Paper Co. et al. vs. Canadian 
National Railways et al., mimeographed, finding a joint rate of 
29 cents on wet wood pulp, carloads, from Port Arthur, Ont, 
to Wisconsin Rapids and Biron, Wis., not unreasonable. 

The carriers raised the jurisdictional question. The re. 
port reiterated the position taken in the International Nicke] 
Co. case, 66 I. C. C. 627, that the Commission had jurisdiction 
to issue a cease and desist order against the carriers operating 
in this country and to award reparation. The carriers offered 
no testimony other than as to the division of the rate. 

Commissioner Esch concurred in the findings as to the 
rate assailed only in so far as it applied in this country. The 
Commission discussed the rate comparisons without regard to 
whether they applied in the United States or in Canada in the 
course of reaching its conclusion that the rate was not un 
reasonable. The complainant asked for a rate of 23 cents. 


DOMESTIC RATE APPLICABLE 

The Commission, by division 4, following the steps taken 
in Dill-Crosset vs. Director-General, 104 I. C. C. 48, has dis- 
missed No. 17560, American Trading Co., Inc., vs. Director- 
General, mimeographed, finding that the domestic rate of 90 
cents, applied to a shipment of coiled steel rods, from Acme, 
Ill., to San Francisco, Calif., intended for export, in June, 1918, 
and actually exported to Shanghai, China, was applicable, as 
all tariff requirements, to entitle the shipment to an export 
rate of 40 cents, were not compiled with by the complainant. 
Among other things it was alleged that steamer space had not 
been reserved and that, therefore, the Southern Pacific properly 
refused an export bill, as the charges were not fully prepaid 
or guaranteed. : 

The complainant filed a bond, for $5,000, dated to expire 
July 31, 1918, and booked space for a ship sailing July 15, and 
later on a ship due to sail August 15. -The view of the Director- 
General was that, the bond having expired, there was no pre- 
payment or guaranteeing of the freight. The Commission said 
the record was not clear as to whether the Southern Pacific was 
justified in refusing to issue the export bill, but that as the 
other requirements seemed not to have been complied with 
fully, the rule in the Dill-Crosset case would be applied and a 
finding made that the applicable rate was applied. It further 
found that, upon the present record, the applicable rate, rule 
and regulations were not unreasonable or otherwise unlawful. 


TELESCOPED BARREL RATES 


In a report on No. 16832, J. D. Hollingshead Company vs. 
Ann Arbor et al., mimeographed, the Commission, by division 2, 
has found fourth class rates charged on telescoped barrels, 
carloads, from Thebes, Ill., and Louisville, Ky., to destinations 
in Official Classification territory not unreasonable in the past. 
On account of doubt whether the propriety of the rating, fourth 
class on a minimum of 16,000 pounds, had been put in issue, 
the Commission did not enter an order but suggested that sixth 
class, at 30,000 pounds, subject to Rule 34 of Official Classifi- 
cation would be a reasonable rating. It said it had no doubt 
that if the complainant were faced with the necessity of load- 
ing 30,000 pounds of telescoped wooden barrels it could load 
30,000 in every instance. ° The complainant suggested that the 
lumber rates, class or commodity, be applied to this traffic 
on a 30,000 pound minimum but the Commission said there was 
no question but that the barrels, headed at only one end, had 
passed far beyond the lumber stage of manufacture. It said 
that if the defendants did not voluntarily establish the rating 
suggested, the matter might again be brought to its attention. 


LIME RATE TOO HIGH 


A finding of unreasonableness and undue prejudice has been 
made in No. 17317, Woodville Lime Products Co. vs. Pennsyl- 
vania et al., mimeographed, as to a combination rate of 27.4 
cents on lime, from Woodville, O., to Fulton Station, Md. That 
is a point on the Western Maryland and 27.4 was the lowest 
combination. The Commission, by division 4, found it unreason- 
able to the extent it exceeded a rate of 25.5 cents, applicable 
to Pennsylvania stations in Baltimore. Carriers are expected 
to establish that rate within 60 days via a reasonably direct 
route, failing which the matter may again be brought to the 
attention of the Commission. 


COTTON RATES AND REPARATION 


A finding of unreasonableness, an award of reparation, and 
a denial of fourth section relief have been made in No. 16654, 
Bradshaw-Roberson Cotton Co. et al. vs. Atlantic Coast Line et 
al., mimeographed, the Commission, by division 3, finding rates 
on cotton, ranging from 75 to 86 cents, on shipments made be- 
tween October 7, 1922, and January 12, 1924, from Wilson, Lu- 
cama, Elm City, Black Creek and Fremont, N. C., to Danville, 
Va., unreasonable to the extent they exceeded 65.5 cents and 
awarded reparation to that basis. Suffolk, Va., combinations, 


Augu! 


the C 
altho 
defen 
and | 
After 
from 

I 


703, 3 
Nove 


Cons 
Loui 
six ( 
ber, 
actu 
grea 
poin 
was 
wha 
fact: 
as I 
all t 
pan 
was 








6421, 
dian 
te of 
Ont., 


> Te 
icke] 
ction 
iting 
fered 


the 
The 
'd to 
1 the 
un- 


aken 
dis- 
Ctor- 
f 90 
cme, 
1918, 
>, as 
<port 
nant, 
1 not 
perly 
paid 


xpire 
- and 
ctor- 
pre- 
said 
was 
, the 
with 
nd a 
rther 
rule 
wiul. 


y VS. 
on 2, 
Tels, 
tions 
past. 
yurth 
ssue, 
sixth 
Ssifi- 
loubt 
load- 
load 
- the 
raffic 
was 
had 
said 
ating 
tion. 


been 
nsyl- 

27.4 
That 
west 
4son- 
sable 
>cted 
irect 
| the 


and 
6654, 
1e et 
rates 
e be- 
, Lu 
ville, 
and 
ions, 








August 14, 1926 


the Commission said, were generally charged on the 56 carloads, 
although for part of the time the shipments were moving the 
defendants had in effect a 65.5 cent rate from Wilson, Lucama 
and Elm City to Martinsville, Va., 43 miles beyond Danville. 
After the shipments moved a rate of 65.5 cents was established 
from all the points mentioned. 

In fourth section order No. 9334, based on application No. 
703, filed by the Atlantic Coast Line, relief was denied, effective 
November 5. 


REWEIGHING CHARGES LEGAL 


The Commission, by division 4, has dismissed No. 17177, 
Consolidated Coal & Supply Co. vs. New York, Chicago & St. 
Louis et al., mimeographed, finding the charges for reweighing 
six carloads of coal at Kokomo, Ind., between March and Octo- 
per, 1923, were legally collected. The Commission said the 
actual net weights shown by the reweighing at destination were 
greater than those at points of origin because the deduction at 
points of origin, on account of water used in washing the coal, 
was greater than the actual weight of water adhering and that 
whatever loss there was, was within the tolerance allowed. The 
facts about the weighing were not stated on the bill of lading 
as required by the tariff rules. However, the Commission said, 
all the facts were shown on the weighmaster’s certificate accom- 
panying each freight bill and that for practical purposes that 
was the equivalent of entry upon the bill of lading. 


SILICATE OF SODA RATES 


The Commission, by division 3, has dismissed No. 17161, 
Interstate Corrugated Box Co., Inc., et al. vs. Central Railroad 
Company of New Jersey et al., mimeographed, finding rates of 
12.5 cents charged prior to April 12, 1925, and 11.5 cents there- 
after, on silicate of soda, in tank cars and in drums, from 
Grasselli, N. J., to Brooklyn, N. Y., not unreasonable. In dis- 
posing of the case the Commission said: 


Comparisons were made by complainants of the rates and earn- 
ings on this traffic with those on the same, or other commodities, 
from and to points in surrounding territory. These comparisons are 
faulty either on the ground that the conditions under which they 
were established or the volume of movement thereunder were not 
shown, or, if shown, the commodity named was not comparable with 
soda, or the terminal services required in connection with such com- 
pared rates were entirely dissimilar to those in the instant case. 

The defendant terminal carriers receive 6 cents out of the through 
rate for floatage from the docks at Jersey City and making delivery. 
This leaves 5.5 cents for the rail movement up to Jersey City. The 
local rate from Grasselli to Jersey City is 7 cents. In The New 
York Harbor Case, 47 I. C. C. 643, 701, we recognized that it was 
by no means unusual to take into consideration the additional cost 
of specific terminal services in constructing rates for short hauls. In 
New York Dock Ry. vs. B. & O. R. R. Co., 89 I. C. C. 695, we fixed the 
division of the dock railway at 5.7 cents on traffic moving on and 
ne ge feta to July 1, 1922, from trunk line western termini and points 
east thereof. 


WEIGHING CHARGE APPROVED 


The Commission, by division 4, in No. 17244, Luria Brothers 
& Company, Inc., vs. Baltimore & Ohio, mimeographed, found the 
charge for weighing interstate shipments of scrap iron, in car- 
loads, on track scales, at Allegheny, Pa., and like charge for 
weighing empty cars after unloading such shipments not unrea- 
sonable or otherwise unlawful and dismissed the complaint. A 
charge of $2.70 was made. The complainant contended that for 
a like service its competitors, on the Pennsylvania, were charged 
a total of only $2.70. It was also pointed out that the charge at 
Philadelphia and Baltimore was only $1.35 and that that was the 
charge throughout Trunk Line territory generally. The Balti- 
more & Ohio pointed out that if the Pennsylvania had per- 
formed a weighing service for the complainant at Allegheny the 
charge would have been the same as it made. It further said 
that since June 26, 1925, the Pennsylvania, on its “eastern 
lines” in Pittsburgh had been charging $2.70 for weighing a car 
of scrap, and that the charge was made to cover the cost of the 
necessary handling. 


GARLIC IS A VEGETABLE 


With all the solemnity surrounding a formal report of the 
Commission that body, by division 4, in No. 17346, Meier-Daw- 
son Produce Company vs. Colorado and Southern et al., mime- 
ographed, has decided that garlic is a vegetable, and, as such, 
is entitled to stand alongside of squash, beans and peppers, in 
a freight rate sense, not required to stand aside as if it were 
a pest or a pariah, and pay a high rate when it travels. There- 
fore, in the report mentioned, the Commission said the failure 
of the defendants to include garlic in the list of vegetables en- 
titled to move under a mixed carload commodity rate, on traffic 
from San Benito, Tex., to Denver, Colo., was unreasonable. 
The carriers are ordered, not later than September 25, to in- 
clude that vegetable in the list of the elect entitled to move 
under the mixed carload commodity rate from and to the 
points mentioned and pay the complainant reparation amount- 
ing to $29.23, with interest. 

The complaint was about a carload shipped April 26, 1924. 
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The vegetables, other than garlic, paid a rate of 96 cents while 
a first class rate of $2.985 was imposed on the 1,000 pounds of 
garlic. . : 


STEEL BAR CASE DISMISSED 


An order of dismissal has been made in No. 17169, Ole K. 
Oleson vs. Alabama Great Southern et al., mimeographed, the 
Commission, by division 4, finding an overcharge on shipments 
of steel bars, from Alabama City, Bessemer, East Birmingham 
and Fairfield, Ala., to New Orleans, made in June, 1923 and 
later. The question was which of two descriptions fitted the 
shipments. The carriers contended that the steel bars were 
not bars to be used in making sheet steel, a semi-finished prod- 
uct, but a finished product, and should have taken the higher 
rate. The Commission said that apparently the carriers in- 
tended to restrict the lower of the rates so as to apply on bars 
to be used for further manufacture but that they had not done 
so, hence the finding of overcharge. It found the rate on sheet 
bars applicable and directed refund to that basis. 


PEACH CASE DISMISSED 


The Commission, by division 4, has dismissed No. 17382, 
Gentile Brothers Company vs. Central of Georgia et al., mime- 
ographed, finding the combination rate of $1.14 on peaches, in 
carloads, from Willvale, Ga., to Uniontown, Pa., in July, 1923, 
was not unreasonable or otherwise unlawful. 








STRAWBOARD REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 17714, Lowe Paper Company vs. Cen- 
tral New England et al., mimeographed, as to rates on paper 
strawboard and boxboard, from New Haven and Windsor Locks, 
Conn., to Ridgefield, N. J. The Commission, by division 4, 
found the rates unreasonable to the extent they exceeded 22.5 
cents prior to July 1, 1922, and 20.5 cents after that day and 
awarded reparation to that basis. The rate of 20.5 cents is in 
effect. 


PAPER BOXES K. D. 


The Commission, by division 4, in No. 17284, Chicago Carton 
Co. vs. Chicago, Burlington & Quincy et al., mimeographed, has 
found the rate charged on paper boxes, k. d. in bundles, in car- 
loads, from Chicago to Salt Lake City, unreasonable and 
awarded reparation: It found the rate unreasonable to the 
extent it exceeded $1.32 per 100 pounds and awarded reparation 
to that basis. The shipments were made in 1922 and a rate of 
$1.50 was collected. i 





RECONSIGNMENT CHARGES 


The Commission, by division 4, in No. 17336, Brewn Hoist- 
ing Machinery Co. vs. Pennsylvania et al., mimeographed, has 
found charges on machinery and paint, in carloads, from Cleve- 
land, O., to Long Island City, N. Y., for lighterage delivery, in 
August and September, 1924, applicable and, with the exception 
of the reconsignment charges on four cars, not unreasonable. 
As to the charges on those four cars it found that their collec- 
tion, in addition to the full local rates to and from Long Island’s 
team tracks, was unreasonable and awarded reparation. The 
case grew out of the fact that the complainant failed to specify 
lighterage delivery and the cars had to be switched from team 
tracks to lighterage tracks, involving a considerable move- 
ment, although the points are only 1.5 miles apart. The com- 
plainant contended that the defendant’s agent at Greenville 
Piers should have diverted the cars so as to provide lighterage 
delivery. The railroad said the agent had no jurisdiction over 
the cars and could not have diverted them. The Commission 
turned the case on the fact that lighterage delivery was not 
specified in the bills of lading. 


PICKLE ADJUSTMENTS PREJUDICIAL 


The Commission, by division 2, in No. 15452, Harbauer Com- 
pany vs. Ann Arbor et al., mimeographed, has found rates on 
pickles, in brine, from points in Ohio, Indiana and Michigan to 
Toledo, O., not unreasonable or unjustly discriminatory but un- 
duly prejudicial, and denied reparation. It found them unduly 
prejudicial to the complainant in that the rates to Toledo were 
on the fifth class basis while commodity rates lower than fifth 
class applied from the origin territory to the Chicago district 
and to Michigan points. It said there was no proof of damage. 
The undue prejudice is to be removed not later than October 12. 


WROUGHT IRON PIPE RATES 
The Commission, by division 4, has dismissed No. 16425, 
Tidal Osage Oil Co. vs. Director General, mimeographed, finding 
the rate collected on two carloads of wrought iron pipe from 
Chester, Pa., to Boggs, Okla., in September, 1919, applicable. A 
combination of 119 cents was imposed. The complainant 
claimed a joint rate of 74 cents was applicable. 




















































































































































COKE COMPLAINT DISMISSED 


An order of dismissal has been made in No. 17042, Romann 
& Bush Pig Iron & Coke Co. vs. Interstate Railroad et al., mim- 
eographed, the Commission, by division 3, finding rates on coke, 
from Appalachia, Stonega and other producing points in Virginia, 
and from Birmingham, Ala., to destinations in California, not 
unreasonable or unduly prejudicial. It found the rate from 
Chattanooga, Tenn., to California destinations not unreasonable 
but to have resulted in undue prejudice to the extent indicated 
in Durham Coal & Iron Co. vs. C. of G., 104 I. C. C. 483, but that 
the undue prejudice had been removed. There was no proof 
of damege, the Commission said, on account of the undue 
prejudice. 





FIBER FURNITURE RATES 


The Commission, by division 3, has dismissed No. 17099, 
South Carolina Penitentiary et al. vs. Aberdeen & Rockfish et 
al., mimeographed, on a finding that rates on fiber furniture, 
less than carload, from Columbia, S. C., to destinations in 
Southern Classification territory are not unjustly discrimina- 
tory or unduly prejudicial. The penitentiary and a furniture 
company claimed that the rates from Columbia, as compared 
with commodity rates contemporaneously in effect on like traffic 
from North Carolina manufacturing points, were unjustly dis- 
criminatory and unduly prejudicial against them and unduly 
preferential of their competitors. 





REPARATION ON CEMENT 


A finding of unreasonableness and an award of reparation 
have been made in No. 17168, Awixa Corporation vs. Long 
Island et al., mimeographed, the Commission, by division 4, find- 
ing rates charged on cement after June 23, 1922, from Coplay, 
Saylor and Hokendauqua, Pa., to Riverhead, L. I, N. Y., un- 
reasonable to the extent they exceeded 23 cents prior to July 1, 
1922, and 20.5 cents on and after that date. That is the pres- 
ent rate. 





PEACH CASE DISMISSED 
The Commission, by division 4, has dismissed No. 17045, 
Toney Bros. vs. Southern, and a sub-number thereunder, J. 
Nooney & Co., Inc., vs. Southern et al., mimeographed, finding 
the rates on peaches, carloads, from Timberville and Markham, 
Va., to Jacksonville, Fla., not unreasonable or otherwise un- 
lawful. 





VEGETABLE HAMPER RATES 


The Commission, by division 4, had dismissed No. 17139; 
Wauchula Development Company vs. Atlantic Coast Line, mim- 
eographed, finding class A rates applicable on vegetable hamp- 
ers, in carloads, from Wauchula, Fla., to Meggetts and Nosbig, 
S. C. It also found that the shipments had been undercharged 
and not misrouted, as alleged. The complaint covered ship- 
ments in April and May, 1923, and alleged inapplicability and 
misrouting. The applicable rates were 76 and 78 cents. After 
the “shipments moved a rate of 47 cents was established to 
Meggetts. The carrier was willing to admit the higher rates 
unreasonable to the extent they exceeded 47 cents and make 
reparation to that basis if the complainant would pay under- 
charges sufficient to bring the payments up to 47 cents. The 
Commission said the tariff was not ambiguous and that if given 
a reasonabile construction, a note involved would show that a 
$21.50 per car rate mentioned in the case was restricted and 
was not applicable. The Commission made no finding on the 
offer of settlement. 





CRUSHED ROCK REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 17251, Board of Park Commissioners vs. 
Chicago, Milwaukee & St. Paul et al., mimeographed, as to a 
rate on crushed rock from Dresser Junction, Wis., to Minnehaha, 
Minn., applied on shipments in 1923 and 1924. The Commission, 
by division 4, found that a rate of 5 cents and a switching 
charge of $1.80 per car were unreasonable to the extent they 
exceeded 3.5 cents per 100 pounds, and awarded reparation to 
that basis. 


COMMISSION REVISES ORDER 

The Commission, in No. 16697, Chicago, Rock Island & 
Pacific et al. vs. Baltimore & Ohio et al., mimeographed, has put 
out what it calls a corrected order. The corrected order omits 
the name of the Terminal Railroad Association of St. Louis 
“and its subsidaries” as the ones the transfer charges of which 
the defendant east side lines are to cease and desist from caus- 
ing the west side lines to bear. 

As now phrased the order requires the east side lines, 
defendants, to quit requiring the west side lines to bear the 
transfer charges, regardless of the identity of the transfer 
agencies. The order, as originally put out, literally observed, 
might permit the east side lines. to continue the present prac- 
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tice of requiring the west side lines to bear the transfer 
charges. That was not in accordance with the intention of the 
Commission. After the order was issued it was learned that 
the terminal association and its subsidiaries were not the only 
agencies employed in making transfers, hence the exclusion of 
the limiting description which included only the terminal asso. 
ciation and its subsidiaries. 


SLIGO RULE CASE 


Applying the rule for the construction of tariffs laid down 
in the Sligo Iron Store case, 62 I. C. C. 643, the Commission, in 
No. 17051, Traffic Bureau of Knoxville et al. vs. Southern et al, 
mimeographed, found the rates charged on lime, from Knox. 
ville; Tenn., to Braithwaite, La., in 1924 and 1925, inapplicable 
and awarded reparation. The Commission, by division 4, said 
a rate amounting to $4.33 per ton was collected. It was 
made up of a rate of $2.93 per ton from Knoxville to New 
Orleans, plus 7 cents per 100 pounds beyond. The tariff pub. 
lishing the rate of $2.93, the report said, was subject to the 
Jones combination rule. There was no reference in the tariff 
providing the 7 cent rate to the Jones rule. Applying the Sligo 
rule, the Commission said the applicable -rate was $3.93 per ton 
made up of the $2.93 factor to New Orleans, plus 7 cents per 
100 pounds and minus 40 cents per ton. It awarded reparation 


to the Knoxville Sand and Lime Company, the consignor, on 
14 carloads. 


MATTING COMPLAINT DISMISSED 


The Commission, by division 3, has dismissed No. 17437, 
Sterchi Brothers vs. Great Northern et al., mimeographed, find- 
ing that the rate, $1.80, on imported matting, matting rugs and 
various straw goods, in carloads, from Pacific coast points, to 
Knoxville and Chattanooga, Tenn., Atlanta, Ga., and Jackson- 
ville, Fla., not unreasonable or otherwise unlawful. The claim 
was that that rate was unreasonable and unduly prejudicial to 
the extent it exceeded $1.50, the rate contemporaneously main- 
tained to Louisville, Birmingham and other points. An addi- 
tional allegation was that the $1.80 rate was in violation of the 
fourth section. 

According to the report the rate assailed is a group rate 
that prevails throughout the southeast and in Trunk Line terri- 
tory, except at Birmingham, to which the $1.50 rate applies, but 
only over lines which form part of the direct route from the 
west to that destination, namely the Frisco, Mobile & Ohio and 
Illinois Central, Birmingham being on the eastern edge of the 
western group and on the western edge of the southeastern 
group. The Commission said that a check of the tariffs showed 
there were no fourth section departures, the $1.50 rate being 


restricted so as to preclude its application in disregard of that 
part of the law. 





COMPRESS CASTINGS RATE 


The Commission, by division 4, has dismissed No. 17157, 
El Paso Compress & Fumigating Co. vs. Missouri Pacific et al., 
mimeographed, finding the rate charged on castings and forg- 
ings, parts of compresses, from Monroe, La., to El Paso, Tex., 
in June, 1924, not unreasonable. The parts weighed from 2,000 
to 40,000 pounds. The Commission said there was no probability 
of future movement from Monroe. A class-A combination of 
102 cents to Texas common-point territory and a differential 
territory differential of 24.5 cents was charged. 


LYNCHBURG, VA., TRAFFIC BUREAU 


The Traffic Bureau referred to in the title of docket No. 
16397, decision in which was abstracted on Page 309 of the 
Traffic World of August 7, was that of the-Chamber of Com- 
merce of Lynchburg, Va. The name of the town was not in- 
cluded in the title of the case as printed at the head of the 
Commission’s mimeographed decision. 


BARGE LINE EXPANSION CASE 


; The Commission, August 11, issued its formal report placing 
its stamp of approval on the final step in the transactions of 
the Inland Waterways Corporation, government barge line 
agency, relating to acquisition of control of the Warrior River 
Terminal Company. In Finance Docket No. 5523, Control of 
Warrior River Terminal Company, the Commission, by division 4, 
mimeographed, approved and authorized acquisition by the 
Inland Waterways Corporation of control of the Warrior River 
Terminal Company by purchase of capital stock. The authori- 
zation of the Commission places the barge line agency in control 
of approximately 18 miles of railroad between Birmingport and 
Birmingham, Ala. In its report, the Commission said: 

The applicant was created by an act of Congress entitled ‘An 
act to create the Inland Waterways Corporation for the purpose of 
carrying out the mandate and purpose of Congress as expressed in 
sections 201 and 500 of the transportation act and for other pur- 
poses,”’ approved June 3, 1924. Pursuant to the provisions of this act 
the applicant is now operating the Mississippi-Warrior Service. 


This service is composed of two divisions, one known as the Missis- 
sippi division between St. Louis, Mo., and New Orleans, La., and the 
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other as the Warrior division between New Orleans and the head 
of navigation on the Warrior River at Birmingport, Ala. Service on 
the Warrior division is performed by a fleet of barges. 

The terminal company is a corporation organized under the laws 
of Alabama. It was incorporated as a common carrier on January 18, 
1926, under the name Port of Birmingham Railway Company and by 
our certificate and order approved June 19, 1926, in Operation of Line 
py Warrior River Terminal Co., 111 I. C. C. . . . was authorized 
to acquire and operate a line of railroad approximately 18 miles long 
extending from Birmingport to Ensley Junction, near the corporate 
limits of the city of Birmingham, Ala., and for the purpose of such 
acquisition to issue certain securities, including $100,000 of capital 
stock, Which was to be sold at par to the Port of Birmingham Com- 
pany, the proceeds to be applied in part payment of the purchase 
price of the line of railroad to be acquired. By our certificate 
and order approved July 30, 1926, in Extension of Line by Warrior 
River Terminal Co., 111 I. C. C. the terminal company 
was authorized to extend the line by constructing a short connect- 
ing track and by acquiring trackage rights over the Birmingham 
Southern Railway to Ensley, within the corporate limits of Birming- 

m. 

bs The line of railroad under consideration was a part of the 
Ensley Southern Railway and forms the only connecting link between 
Birmingport and Birmingham. It serves no communities between the 
points named, its sole function being that of a connecting rail- 
road for the movement of freight between the Warrior River barge 
line on the one hand and the railroads and industries at Birming- 
ham on the other. The extension will give the terminal company 
station and warehouse facilities at Ensley Junction and direct con- 
nection with certain rail lines at Birmingham. 

Birmingport is described as a mere loading point on the banks 
of the Warrior River. It appears that the terminal facilities there, 
which are owned by the Port of Birmingham Company and operated 
under lease by the applicant in its Warrior River Service, are 
used only for the transfer of freight between railroad cars and 
barges. The applicant represents, and the testimony is, that 
terminal facilities within the city of Birmingham and connection 
there with rail lines, so that the Warrior River servce may be 
extended to the Brmingham industrial district and direct inter- 
change made with railroads at Birmingham, are essential to the 
successful operation of the Warrior division and the development 
of its service in accordance with the mandate of Congress. For 
the purpose of obtaining such facilities and connections, the ap- 
plicant proposes to acquire control of the terminal company by pur- 
chasing from the Port of Birmingham Company all the capital stock 
which the Terminal Company has been authorized to issue. The 
consideration to be paid is $100,000 in cash. 

The engineering report of our Bureau of Valuation shows 
$847,093 as the cost of reproduction new, less depreciation, of the 
terminal company’s line as of June 30, 1916. The terminal com- 
pany purchased the line for $500,000. It will have outstanding, in 
addition to the capital stock, which the applicant proposes to pur- 
chase, 20 secured notes in the face amount of $20,000 each, repre- 
senting deferred installments of purchase money, and maturing 
serially at annual intervals over a period of 20 years, commencing 
May 1, 1927, and 20 secured notes representing interest at the 
rate of 5 per cent per annum on the deferred installments of pur- 
chase money, in face amounts equal to the respective amounts of 
interest due at the time the respective deferred installments of 
purchase money become due. The terminal company submitted 
for consideration in connection with its application in Operation 
of Line by Warrior River Terminal Co., supra, an estimate of its 
revenues and expenses for the year 1926. This shows railway 
operating revenues $130,000, railway operating expenses $74,000, and 
net railway operating income $42,000. 

Upon the facts presented we find that the acquisition by the 
applicant of control of the Warrior River Terminal Company by the 
purchase of the capital stock of that company as proposed in the 
application will be in the public interest, and that the terms under 
which the applicant is to acquire such stock and the consideration 
that it is to pay therefor, are just and reasonable. 


NEW ROUTE PLAN APPROVED 


The Commission, by division 4, in finance docket No. 5623, 
Control of Jackson & Eastern by Gulf, Mobile & Northern, 
mimeographed, has made a report on the authorization it an- 
nounced last week, for the Gulf, Mobile & Northern to acquire 
control of the Jackson & Eastern by the purchase of stock. Ap- 
proval of the plan will enable the applicant to carry out its pro- 
gram for making itself an Ohio River-New Orleans line. 

The Mobile is to acquire the whole issue of the Jackson & 
Eastern at a price based upon a unit of $15,000 per mile of con- 
structed road, the total, however, mot to be more than $510,000 
nor less than $500,000. The Jackson & Eastern at present has 
a line 33 miles long between Jackson and Union, Miss. The 
Jackson & Eastern, in 70 I. C. C. 110, was authorized to extend 
its line. If the acquisition were authorized, the Gulf, Mobile & 
Northern said, it would cause the extension to be made. 

In the report, the Commission said, the application was part 
of a general plan for the creation of a new route for freight be- 
tween the Ohio River and New Orleans, requiring the use of 
the lines of the applicant, the Jackson & Eastern and the New 
Orleans Great Northern. The line of the Gulf, Mobile & North- 
em extends from Mobile, Ala., to Jackson, Miss. 

_ Prospective exhaustion of the timber resources of the ap- 
Plicant caused it to look for traffic from north of the Ohio. By 
reason of the recent trackage arrangement between the Gulf, 
Mobile & Northern and the Nashville, Chattanooga & St. Louis, 
the applicant gets in touch with the Burlington at Paducah, Ky., 
for interchange purposes. 

There was no opposition to the proposal. On the contrary, 
there _was support for it on the part of communities and civic 
organizations. The New Orleans Great Northern intervened 
in behalf of the application and said that it had been handi- 
Capped by lack of proper connections which would be overcome 
y the arrangements for this through route and additional con- 
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struction by it at Jackson which it enters over the tracks of the 
Illinois Central. 

Among -the representations made was that the new route 
would restore the competitive situation that prevailed at Jack- 
son before the Illinois Central acquired the Gulf & Ship Island. 

With a view to obtaining the benefits accruing to the Jack- 
son & Eastern by reason of permission granted to it by the 
Commission to retain excess earnings when it was authorized 
to extend its lines, the applicant proposed that the Jackson & 
Eastern organization be retained for a year and the properties 
be operated, nominally, as separate entities. The Commission, 
on that point said: 


Under the law, our authorization to the Jackson & Eastern ap- 
plied only to the earnings of that portion of its line at that time 
unconstructed. The authorization was conditioned upon the comple- 
tion of the line on or before December 31, 1922, and required that the 
accounts be kept in such manner that the earnings derived from the 
extension could be segregated from those of the remainder of the line. 
The period for completion has been extended from time to time, and 
by our last order, issued December 24, 1925, it was extended to and 
including December 31, 1926. 

There appear to be substantial reasons why the applicant in this 
proceeding should not be permitted to avail itself of the benefit of 
the permission given the Jackson & Eastern to retain excess earn- 
ings. Its financial outlook is much better than that of the Jackson 
& Eastern at the time the authorization was issued. For the years 
1921 to 1925, the applicant has earned railway operating in¢ome in- 
creasing progressively from $98,870.18 to $1,389,970.20. In the latter 
year, its net railway operating income was approximately 5 per cent 
upon its reported investment in road and equipment of about $28,000,- 
000. On May 31, 1926, it had a corporate surplus of $4,401,985.70. It is 
our opinion that with the additional earnings that may reasonably be 
expected from the proposed through traffic arrangement, and with 
the saving that should result from a consolidation of its operations 
with those of the Jackson & Eastern, there would be no reasonable 
basis for any exemption of earnings from the operation of the re- 
capture provisions of section 15a of the act. It is apparent from the 
record that under the proposed arrangement the operation of the 
Jackson & Eastern line would be practically that of the Mobile. To 
permit the continuance of an artificial and nominal separation of 
operations would be to forego one of the most important public 
benefits of the acquisition. 


PENNSYLVANIA LEASE CASE 


Acquisition by the Pennsylvania Railroad Company of con- 
trol of the railroad and other properties of the Pennsylvania, 
Ohio & Detroit Railroad Company by lease for 999 years, 
has been authorized by the Commission on condition that none 
of the stock of the lessor shall be sold, pledged or otherwise 
disposed of without the consent of the Commission. The formal 
report of the Commission was issued this week, memorandum 
announcement of the decision having been made last week. The 
title of the decision is Finance Docket No. 5505, Lease of 
Pennsylvania, Ohio & Detroit Railroad (mimeographed). 

The Pennsylvania, Ohio & Detroit, referred to as the 
Detroit company, is a consolidated company created under the 
laws of Ohio and Michigan. It is controlled by the Penn- 
sylvania Railroad Company and the Pennsylvania Company, 
which own all the capital stock excepting directors’ qualifying 
shares. It owns a railroad having an aggregate of approx- 
imately 793 miles of main and branch lines in Ohio and 
Michigan, and is a party to agency, trackage, and other operating 
contracts and agreements giving it the use of approximately 83 
miles of railroad connecting its various lines, according to the 
report. The railroad is composed of the lines formerly owned 
by the Detroit’s constituent companies—the Cincinnati, Lebanon 
& Northern, the Cleveland, Akron & Cincinnati, the Toledo, 
Columbus & Ohio River, the Pennsylvania-Detroit, and the 
Manufacturers of Toledo. 

The Pennsylvania represented that it was desirable to 
have one lease covering all the properties of the Detroit. The 
report said the organization of the Detroit, its acquisition of 
the properties of the constituent companies, and the exchange 
of its stock for the stock of those companies were parts of 
a plan for the simplification of the Pennslyvania’s corporate 
structure, and that the acquisition of control in the instant 
case was part of that plan. 


NORTH CAROLINA RAIL PROJECT 


An application of the Appalachian & Western North Caro- 
lina Railroad Company for a certificate of convenience and 
necessity authorizing the construction of a line of railroad be- 
tween a point in western North Carolina and a point in eastern 
Tennessee has been denied by the Commission without prejudice 
to resubmission when it shall be deemed praciicable to present 
a record which will substantially meet the objections set forth 
in the Commission’s report. 

The application was filed Aug. 2, 1924, by a commission 
acting under authority of an act of the North Carolina legisla- 
ture, providing for construction of the line. The purpose of 
the proposed construction, the report said, was two-fold—first, 
to provide additional railroad facilities for a portion of the 
state now inadequately served, and second, to provide a new 
through line which, in conjunction with existing lines, would 
afford more direct rail communication between points in North 
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Carolina and territory west of the Alleghanies, including the 
coal fields of southwestern Virginia, eastern Kentucky and 
Tennessee. The Commission said the record indicated that it 
had been for some time the policy of the state of North Caro- 
lina to aid in the provision of railroad facilities for sections 
of the state not adequately served by lines otherwise constructed, 
and that the present project was intended to relieve the neces- 
sities of a group of counties in the extreme northwest section 
of the state, bordered on the north by Virginia and on the west 
by Tennessee. 

The counties most immediately concerned are Alleghany, 
Ashe and Watauga, included in a section of the state referred 
to in the special act of the state legislature as the “lost 
provinces.” 

Three routes were designated in the application for the 
proposed line. One of the routes would begin at Doughton, N. 
\., and extend to Mountain City, Tenn., connecting there with 
the Southern, a distance of about 86 miles. The estimated cost 
is $9,470,000. Another route would extend from North Wilkes- 
boro, N. C., to Mountain City, Tenn., a distance of about 68 
miles. The estimated cost is $7,430,000. -Another route would 
extend from North Wilkesboro to Butler, Tenn., a distance of 
about 84 miles. The estimated cost is $8,845,000. The purpose 
of proposing three different routes, the Commission said, was 
‘to develop competition for the location of the route and the 
maximum financial aid from the communities benefited. 

The Commission said the record showed that a large pro- 
portion of the expected revenue was from through or “bridge” 
traffic, principally coal. 

“Since this traffic must very largely be diverted from other 
lines which now perform the service, it is very difficult to esti- 
mate and it seems improper to count upon an extensive diver- 
sion unless the new route will afford very substantial advantages 
in service,” the Commission said. 

After comparing distances and other physical characteristics 
of the proposed lines and existing lines, the Commission said 
all the facts before it indicated that the existing lines would 
furnish more economical routes between North Carolina points 
and Cincinnati and the middle west than could be afforded by the 
proposed line, excepting that part of North Carolina directly 
along the latter. 

The Norfolk & Western, which assumed a neutral attitude 
toward the project, expressed the view that the utility of the 
proposed new line as a through or connecting carrier would be 
very limited but that it would open up certain territory now at 
some distance from a rail line. After exhaustion of timber 
resources in the territory that would be served by the proposed 
line, the N. & W. believed that the line probably would have 
a precarious existence. The Southern Railway took no part in 
the case other than to file a statement as to the physical char- 
acteristics of its lines in response to the Commission’s request 
therefor. 

Discussing the provisions of the state law for financing the 
construction of the line and giving its reasons why, at this time, 
it could not approve the application, the Commission said: 


The application states that ‘‘the funds for the construction of 
this railroad are to be advanced by the state of North Carolina in 
accordance with the provisions of Chapter 116 of the Public Laws 
of North Carolina, 1923, said act being hereto attached.’’ The ap- 
plicant’s reply to our questionnaire repeats this statement, and fur- 
ther states elsewhere: 

“The manner in which it is proposed to finance construction 
and equipment is by the sale of ten million dollars’ worth of bonds 
of the state of North Carolina, authorized by an act of the legislature 
of said state, which said act has been filed with the petition in this 
cause, and the funds for financing will be available when the cer- 
tificate of public convenience and necessity is granted, and upon 
the organization of the railroad company in accordance with the 
act of the legislature of the state, a copy of which has heretofore 
been filed with the Commission.”’ * 

These statements indicate a view on the part of the applicant 
that the entire cost of the proposed line and its equipment is to be 
provided through the sale of state bonds. This seems to be the 
purport of sections 5, 6 and 7 of the state act, although other pro- 
visions of the statute indicate that in the case of other lines of 
railroad that may be constructed thereunder only 49 per cent of the 
cost is to be provided by the state. The attorney-general of the 
state advises us as follows: 

“The act presents such difficulties of construction and raises 
such other questions that in my opinion it will be necessary for 
our Supreme Court to pass upon it before the state issues any bonds 
under its terms.”’ 

It was announced at_the hearing, in behalf of the applicant, that 
it was the purpose to have the court pass on the validity of the 
bonds to be issued before offering them for sale, but that no such 
action would be necessary should the desired certificate be denied. 

The statute provides that the new line shall be constructed and 
operated by a corporation to be known as the Appalachian & West- 
ern North Carolina Railroad Company, to be organized and chartered 
under the laws of North Carolina when authority for the construction 
shall have been obtained. _ 

Section 7 of the state statute merits particular attention. It 
provides in substance that the state bonds which are to be employed 
for the construction of the road shall not be issued until the com- 
missioners provided for in section 5 of the act have certified to the 
board of directors of the Appalachian & Western North Carolina 
Railroad Company that “said proposed road has been located and 
the location and construction authorized by the Interstate Com- 
merce Commission."’ As to the extent of the reliance placed by this 
provision upon our finding we are in doubt. We believe, however, 
that the spirit of the act under which we are proceeding, as well 
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as the necessity of the most definite and complete evidence that 
can be secured, require the selection of a single route for oy; 
consideration, rather than a number of alternative routes. 

If the state of North Carolina desires to construct the proposeg 
line of railroad to further the interests of the people living in a see. 
tion of the state which is now much less favored with means of 
transportation than other sections and is willing to assume the 
financial risk involved in the enterprise, we are not disposed to 
stand in the way of such an undertaking. If, however, the state 
legislature when it enacted this statute was moved to do so by 
the belief that our finding as to public convenience and necessity 
would carry with it assurance that the road could be constructeq 
within the limits of the appropriation of $10,000,000 and would be 
self-sustaining, then the evidence is not sufficient to justify a finding 
upon our part which involves such an implication. The fact is that 
the evidence as to the cost of construction of the line and its probable 
earnings is inconclusive and unsatisfactory. There is a _possfbility 
that the line may be able to support itself, for a time at least, but 
the estimates of earnings have without doubt been much exaggerated, 
Assuming that the cost of initial construction would be wholly 
borne by the state, the value of the property would nevertheless 
be included in the aggregate value upon which, under the law, g 
fair return must be provided through rates. Under the circumstances 
we feel that we are entitled to a clearer exposition of the precise 


attitude of the state authorities before finally passing upon this 
application. 


The application will therefore be denied, but without prejudice 
to resubmission when it shall be deemed practicable to present a rec- 
ord which will substantially meet the objections stated herein. 


FORD MERGER DISAPPROVED 


Plans of Henry Ford and members of his family to merge 
the Detroit & Ironton, the Detroit, Toledo & Ironton and the 
Toledo-Detroit rail properties, as embodied i applications filed 
with the Commission, should not be approved, Examiner Ralph 
R. Molster has advised the Commission in a proposed report 
in Finance Docket No. 4807, Proposed consolidation of D., T. & 
I. and D. & I. railroad properties. The report also embraces 
Finance Docket No. 5149, Proposed acquisition by Detroit & 
Ironton of control of Detroit, Toledo & Ironton, and Finance 
Docket No. 5150, Securities application of Detroit & Ironton. 
The examiner said the merger could not be effected at this 
time under existing law. 

The Detroit & Ironton sough authority to acquire control 
of the Detroit, Toledo & Ironton and the Toledo-Detroit, a 
subsidiary of the Ironton. All the properties are owned by 
Henry Ford and members of his family. A small amount of 
stock is held by others than the Fords. 

Examiner Molster said it was frankly conceded in the record 
that the proposed transactions involved virtual consolidation 
of the properties for common ownership and operation. He 
said it was clear from the testimony that separate operation 
of the properties of the D., T. & I. and the D. & I. had never 
been intended. So far as single operation of the properties was 
concerned, he said, there was little showing in the record of 
the desirability, from the public viewpoint, of operation of all 
the properties by the D. & I. rather than by the D., T. & I., as 
at present. 

Up to January 1, 1923, the D., T. & I. suffered deficits in net 
railway operating income, but in 1923 its net was $1,786,924. 
In 1924 it increased to $2,554,760 and in 1925 it was $3,614,642. 

Examiner Molster said some part of the “notable advance” 
in earnings of the D., T. & I., beginning with 1923, might be 
attributed. to the support of Ford resources and additional 
traffic obtained from Ford industries. He said it was testified 
that more than 50 per cent of the D., T. & I.’s tonnage originated 
with the Ford Motor Company. He said it was contended on 
behalf of the minority stockholders that they had always been 
ready and willing to bear their proportionate share of the cost 
of all improvements or expansions heretofore borne by the 
Ford interests. 

“The stockholders of the Ironton (D., T. & I.) apparently 
thus far have received no direct benefit, through the payment of 
dividends, from the improvement in the earnings of their com- 
pany,” said Examiner Molster. ‘No funds have been set aside 
for dividends on the preferred stock, nor, indeed, has interest 
been paid on the adjustment 5s. On March 31, 1925, cumula- 
tive accrued interest unpaid on those bonds amounted to 
$2,384,475.72.” 

Examiner Molster said that there was discrimination against 
the minority stockholders appeared from the fact that they 
were given no choice but to accept the cash equivalent of the 
value placed on their stock by agencies of the majority. 

“Although the directors may have intended to be fair,” 
said he, “and in good conscience may deem the provision for 
the minority eminently fair and proper, the evidence is far 
from convincing that their conclusions were reached in 4 
manner consistent with fair dealing. Whether the assigned 
value of approximately $104.27 per share common and preferred, 
is fair to the minority, the Commission ought not to be called 
upon to decide. Such matters are more properly for settlement 
among interested parties. See Nickel Plate Unification, 105 
I. C. C. 425, 448.” 

The Examiner’s proposed findings follow: 


Upon the facts presented, it is recommended that the Com- 
mission find: 


1. That the proposed acquisition by the Detroit & Ironton Rail- 
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road Company of control of the Detroit, Toledo & Ironton Railroad 
Company and the Toledo-Detroit Railroad Company, by purchase of 
stock and other securities and by purchase of all railroad properties, 
franchises, and assets (except the franchise to be a corporation, and 
certain cash), involves consolidation of those carriers into a single 
system for ownership and opertion within the meaning of paragraph 
(2) of section 5 of the interstate commerce act. 

9. That the proposed acquisition by the Detroit & Ironton Rail- 
road Company of all the railroad properties, franchises, and assets 
(except the franchise to be a corporation, and certain cash) of the 
Detroit, Toledo & Ironton Railroad Company, including the properties 
of the Toledo-Detroit Railroad Company, involving consolidation of 
those carriers into a single system for ownership and operation with- 
in the meaning of paragraph (2) of section 5 of the interstate com- 
merce act, does not fall within the purview of paragraph (18) of sec- 
tion 1 of the act, and can not be accomplished thereunder. 

g. That, even if jurisdiction could be entertained under para- 
graph (18) “of section 1 of the interstate commerce act, the present 
and future public convenience and necessity are not shown to re- 
quire acquisition and operation by the Detroit & Ironton Railroad 
Company of the lines of railroad of the Detroit, Toledo & Ironton 
Railroad Company, including the line of the Toledo-Detroit Railroad 
Company. 

4. That application by the Detroit & Ironton Railroad Company 
and the Detroit, Toledo & Ironton Railroad Company for authority 
under paragraph (6) of section 5 of the interstate commerce act to 
consolidate their properties, including properties of the Toledo-De- 
troit Railroad Company, into one corporation for ownership, man- 
agement, and operation, is premature; and 

5. That the proposed issue of $23,294,300 of capital stock and the 
proposed assumption of obligation and liability in respect of securi- 
ties of the Detroit, Toledo & Ironton Railroad Company and_the 
Toledo-Detroit Railroad Company, by the Detroit & Ironton Rail- 
road Company, are not necessary or appropriate, or compatible with 
the public interest. 

The applications recorded in Finance Docket No. 4807 and in Fi- 
nance Docket No. 5149 should be dismissed. The application recorded in 
Finance Docket No. 5150 should be denied. 


GULF PORTS TERMINAL CASE 


On condition that the Gulf Ports Terminal Railway Com- 
pany shall, within 30 days from August 4, sell its railroad as a 
whole to any person or persons desiring to purchase it for con- 
tinued operation at a price not less than $200,000, the Commis- 
sion has authorized the company to abandon that part of its 
line extending from a point 1.5 miles west of the western city 
limits of Pensacola, Fla., to Pemona, Ala., a distance of 31 miles, 
and from Parker to Muscogee, Ala., a distance of 11 miles. If 
no offer is made within the 30 days, the authority to abandon 
will become effective. The Commission said the company pro- 
posed to abandon its entire railroad except its Pensacola ter- 
minals. It said the record showed, and the protestants generally 
conceded, that operation of the line could not be continued by 


Elwood McLaughlin, who controls it by ownership of all the 
capital stock, except at a loss. 


McLaughlin, according to the report, on August 22, 1925, 
contracted to sell to the Louisville & Nashville all the capital 
stock and bonds of the terminal company for $200,000. The 
contract. was subject to the condition that the applicant should 
obtain authority to abandon that part of the lines covered by 
the instant application. The L. & N. wished to use the applicant’s 
Pensacola terminal properties but did not desire to operate the 
remainder of the property. Protestants submitted offers for the 
property for continued operation in excess of the amount of- 
fered by the L. & N., the report said. Both offers contemplate 
the extension of the line to Mobile, according to the report, 
the belief of the prospective purchasers being that if the line 
is rehabilitated and extended to Mobile, it will develop the 
country served and obtain sufficient traffic to justify its opera- 
tion. Continuing, the report said: 
er a Re is we that an o 

r authorizing cessation of operation of the lin q 
spplication, shall provide that the tracks shall not we tenen"G “ 

ismantled until our further order, and that the L. & N. shall at 
once file its application for authority to acquire, by stock ownership 
S lease, or both, the properties of the applicant; with the under- 
8 anding that such application shall offer to accept as a condition of 
=— acquisition that the lines of the applicant, other than its ter- 
+ wo properties, shall be offered for sale to anyone desiring to pur- 
: ase them at a price not less than $100,000; and with the further 
ondition that the purchaser or his assigns shall have the right to 
acquire trackage rights from the L. & N. over the present terminal 
oh edhe of the applicant upon usual and reasonable terms. Alter- 
1 vely the L. & N. is willing that final disposition of this case be 
Mnheld pending the filing of such an application. In the event a pur- 
ee can not be found within a time to be fixed by the order then 
eL. & N. is to have the right to dismantle the tracks. 
tin The testimony for the L. & N. is that, from its viewpoint, the 
aed which it is proposed to abandon have only a salvage value. 
a the applicant nor those interested in the purchase of the 
> Ire railroad for continued operation have shown any willingness 
or agree to the proposals made by the L. & N., and such proposals 
. og assurance for the continued operation of the raltrend as 
, .The Alabama Public Service Commission has advised us_ that 
4 its opinion the applicant is entitled to relief, and that manifestly 
a road can not be operated in its present condition without sub- 
. tantial loss. It recommends that the application be granted unless 
= are of opinion that we have the authority to set aside the con- 
— made by McLaughlin and to force him to sell his railroad to 
€ protestants. 
a The contract made by McLaughlin with the L. & N. can not 
eprive us of the jurisdiction conferred by the statute or inter- 
pose any obstacle to its exercise. While we can not compel the 
*Pplicant to dispose of its properties to any one, we may attach 
our certificate such terms and conditions as in our judgment the 
public convenience and necessity may require. 
a Our certificate herein will be issued upon the express con- 
ction that the applicant, within 30 days from the date of said cer- 
aicate, shall sell its railroad as a whole to any person or persons 
esiring 1 cypeaie it for continued operation at a price not less 


rder be entered herein which, 


than $200,0 
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WESTERN CEMENT RATES 
The Trafic World Washington Burcau 


Another attempt has been made by the Commission to line 
up rates on cement in parts of the territory covered by its 
report in Western Cement Rates, 48 I. C. C. 201, and subsequent 
reports, by means of orders issued in connection with No. 15428, 
Iola Cement Mills Traffic Association et al. vs. Arkansas Valley 
et al., mimeographed. Division No. 2 found rates from points 
in the Kansas Gas Belt, Bonner Springs, Kans.; Ada, Okla.; 
Superior, Neb.; Portland and Concrete, Colo., to destinations 
in scale 3 and 4 territories, not unreasonable or unjustly dis- 
criminatory, except where lower rates from the gas belt could 
be arrived at by using the average of rates under Scales 2, 3, 
and 4, based on distances over routes through Scale 2 territory. 
It found rates from Superior to points in Scale 2 territory 
and Kansas City, Sioux City, Sioux Falls, and from Ada and 
Kansas City, to points in Scale 2 territory and to points in 
Scale 3 territory unreasonable. It denied reparation except 
under particular circumstances. 

Publication of new rates is to be made not later than 
October 12; the rates from Ada and Superior are to be made by 
applying the Scales 2 and 3, so as more nearly to give the 
benefit of each scale to the hauls within its territory, subject 
to the limitation that there shall be no fourth section relief 
except that the railroads will be permitted to hold border point 
rates aS maxima at more distant points in lower-rated territory. 


PHOSPHATE ROCK RATES 


The Traffic World Washington Bureau 


In I. & S. 2671, mimeographed, the Commission, by Division 
3, has found not justified proposed increased rates on phosphate 
rock, from points in the Florida pebble rock district to 
Roanoke, Ala. It has dismissed No. 16793, Roanoke Guano Co. 
vs. A. B. & A. et al., finding the rates on such rock prior to 
April 1, 1925, not unreasonable. 





JOINT USE OF FACILITIES 


In a complaint filed with the Commission, No. 18635, the 
Great Northern has asked the Commission to issue an order re- 
quiring the Northern Pacific to grant the Great Northern the use 
of certain terminal facilities at Seattle, Wash. 

The Great Northern set forth in its petition that, by an ordi- 
nance passed December 27, 1909, the City of Seattle granted to 
the Northern Pacific a franchise to construct and operate what 
was commonly known as the Lake Union Belt Line, and by an 
ordinance passed the same day, authorized the Northern Pacific to 
construct and operate what was known as the Terry avenue track. 
Under later authorizations of the city council, the Great North- 
_ agen a half interest in the tracks referred to on May 

2, 1926. 

The purpose of the complaint is to obtain an order that 
will enable the Great Northern to use a track of the Northern 
Pacific between West Barrett street and Fremont avenue, which 
is the only connection between the Great Northern and North- 
ern Pacific yards and the Lake Union Belt and Terry avenue 
tracks. The Great Northern said it had offered to buy a one- 
half interest in the connecting track or to rent joint trackage 
rights thereon, but that the Northern Pacific had refused to sell 
any interest in the track to petitioner or to permit the use of 
the track by the Great Northern’s engines and cars. 


WARRIOR RIVER TERMINAL LINE 


The Warrior River Terminal Company, a child of the Inland 
Waterways Corporation, government agency for operation of 
the Mississippi and Warrior river barge lines, has been author- 
ized by the Commission to construct in part, acquire in part 
under a trackage-rights agreement, and operate, an extension 
of its existing line of railroad in Jefferson county, Ala. 

The terminal company, which is controlled by the Inland 
Waterways Corporation by ownership of capital stock, some time 
ago was authorized to acquire about 18 miles of the old Ensley 
Southern between Birmingport on the Warrior River and Ensley 
Junction, near the corporate limits of Birmingham, Ala. Under 
the authorization now granted, the terminal company will ex- 
tend its line near Ensley Junction to a connection with the 
Birmingham Southern, a distance of less than a mile; acquire 
trackage rights over the Birmingham, a distance of approxi- 
mately 1.88 miles, and over certain yard tracks and connecting 
tracks of the Birmingham and having an aggregate mileage of 
about 3.58 miles. In its conclusions, the Commission said: 


Construction of the connecting track and the acquisition of track- 
age rights as contemplated, will afford the applicant direct connection 
with the lines of the Southern Railway Company, the Louisville & 
Nashville Railroad Company, the St. Louis-San Francisco Railway 
Company, and the Tennessee Coal, Iron & Railroad Company, will 
give the applicant needed station and warehouse facilities at Ensley 
Junction, will facilitate the switching of freight moving to and from 
Birmingport and the receipt and delivery of freight from and to con- 
necting carriers, and will otherwise enable the applicant better to 
perform the service for which its line was acquired. 
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Proposed Reports in I. C. C. Cases 





BOXED COCOANUT STEARINE 


Third and fifth class ratings have been proposed by Exam- 
iner J. P. McGrath for cocoanut stearine, in boxes and barrels, 
less than carloads, and carloads, respectively, in a report on No. 
15394, Best Foods, Inc., vs. Central Railroad Compny of New Jer- 
sey et al., on further hearing. In the original report in this case 
division 4 directed the removal of undue prejudice against cocoa- 
nut stearine by having it given the ratings on peanut, cotton- 
seed, palm kernel and mixed stearines. Reparation was awarded. 

The vegetable stearines mentioned are classified as “stear- 
ine, N. O. I. B. N.” The ratings on stearines not otherwise in- 
dexed by name are: In tubs, third elass, and in barrels or bags, 
Rule 26, less than carload, and in bags, barrels or tubs, fifth, 
in carloads. 

No specific ratings are provided for stearines, N. O. I. B. N., 
in boxes. The complainant’s stearine is shipped in boxes. In 
complying with the Commission’s order the carriers published 
the same ratings and the same package specifications on cocoa- 
nut stearine as on the other vegetable stearines, but made no 
change in the rating on cocoanut stearine, in boxes. 

The complainant asked for a reformation of the Commis- 
sion’s order so that it might obtain relief from the second class 
rating on stearine in boxes. The National Biscuit Company 
intervened when this case was reopened and asked for repara- 
tion on stearine shipped to it in the statutory period, in boxes. 

At the further hearing the carriers again emphasized the 
fact that under the findings made in the original report cocoanut 
gtearine in bags or barrels, less than carload, was given a lower 
rating than the cocoanut oil from which it was taken and that 
there was no warrant for a lower rating on stearine and that, 
in view of its value, it should not be given lower than second in 
boxes, barrels or bags. The examiner, however, recommended 
third and fifth, the carload minimum to be 30,000 pounds. 

McGrath said the higher ratings had long been in effect, 
had been found by the Commission to be not unreasonable, and 
that the complainant and intervener were not entitled to repa- 
ration unless the rating and rates which had prevailed in the 
past had resulted, in all the circumstances, in unreasonable 
charges. That, he said, had not been shown. He said there 
was no proof that the complainant or intervener had been dam- 
aged by reason of any undue prejudice that might have existed. 
Therefore, he said, reparation should be denied. 


EXPLOSIVES RAW MATERIALS 


A revision of some of the rates on paraffine wax, sulphur 
and nitrate of soda, raw materials used in the making of ex- 
plosives by the complainant, has been recommended by Examiner 
John T. Money, in No. 14632, Apache Powder Company vs. 
Atchison, Topeka & Santa Fe et al. 

The complaint alleged the carload rates on wax from Ponca 
City, Okla., and Casper, Wyo., sulphur from Gulf Hill, Tex., 
crude glycerine from Chicago, Kansas City, Galveston, and 
Berkeley and nitrate of soda from New Orleans, Galveston, San 
Pedro and Wilmington, Cal., to Curtiss and Kennard, Ariz., 
points where it has manufacturing plants, and the minimum on 
nitrate of soda from Galveston and New Orleans were unreason- 
able, and as compared with the rates on the like commodities 
to San Francisco, and the rates and minimum weight on nitrate 
of soda from California ports, to Bacchus, Utah, unjustly dis- 
criminatory and unduly prejudicial. 

No evidence was presented in support of the allegation of 
unjust discrimination in violation of section 2, Money said, so 
no consideration would be given thereto. 

The Commission, Money said, should find the rates on wax 
from Casper and on crude glycerine from Chicago, Kansas City, 
Galveston and Berkeley not unreasonable. He further said it 
should find the rates on wax from Ponca City, Okla., sulphur 
from Gulf Hill and nitrate of soda from New Orleans, Galveston, 
San Pedro and Wilmington were and are unreasonable. 

A blanket rate of $1.135 from Ponca City was attacked with 
the suggestion that for the haul to the Arizona points the rate 
should be sufficiently less than the rate to Pacific coast terminals 
to reflect the difference in haul. Money said that since the 
hearing in this case, the Commission, in Associated Oil Co. vs. 
Arizona Eastern and related cases, 112 I. C. C. 350, decided 
May 3, 1926, had prescribed, as reasonable, rates of $1.035 prior 
to July 1, 1922, and 93 cents since that time, on petroleum prod- 
ucts from points in the mid-continent field, including Ponca 
City, to points in Arizona, including Curtiss, and awarded repara- 
tion. The defendants said the decision in that case should be 
controlling and Money said the rates to Curtiss should not exceed 
those prescribed in the Associated case. 


Evidence on the glycerine part of the case, Money said, was 
not sufficient to show them either unreasonable or unduly pre. 
judicial. 

In regard to sulphur the complainant pointed to a 55-cent 
rate from the gulf region to Pacific coast points, established jp 
January, 1923, minimum 80,000 pounds, to enable the transcon- 
tinental carriers to meet water competition through the canal, 
The. rate to Curtiss is 75 cents, the railroads having been given 
fourth section relief to exceed the 55-cent rate at intermediate 
points. The complainant argued that if the 55-cent rate was 
compensatory for a haul of 2,104 miles to San Francisco, such 
a rate would be reasonable for the haul of 1,092 miles to Curtiss. 
The complainant also pointed to relatively low rates from San 
Francisco to Utah. Money said no reason appeared why a rate 
from Gulf Hill to Curtiss should be relatively higher than from 
San Francisco to Ogden and Curtiss, to which points the rates 
were 58.5 and 56.5 cents. Money suggested a rate of 60 cents 
on the present minimum. 

At present the complainant, the examiner said, received 
substantially all its nitrate of soda from Chile via Wilmington, 
Cal., adjacent to San Pedro. It said it desired to procure some 
of it via New Orleans and Galveston, hence its complaint bring: 
ing the rates from the California ports into contrast with those 
from the gulf ports, and from the California ports to Colorado 
common points, to which competitors ship. The examiner said 
that the earnings per car-mile from San Pedro, which includes 
Wilmington, to Curtiss were approximately 100 per cent higher 
than the earnings under a number of other rates on nitrate of 
soda for comparable hauls and that the ton-mile earnings to 
Curtiss were greatly in excess of the earnings from California 
points to representative points throughout all the’ transconti- 
nental groups from Denver on the west to New York on the 
east. In disposing of the case the examiner said: 


The Commission should find that the rates assailed on paraffine 
Wax from Casper, and on crude glycerine were not, and not, un- 
reasonable. 

The Commission should further find that the rates on paraffine 
wax from Ponca City, sulphur from Gulf Hill, and nitrate of soda 
from San Pedro, Wilmington, Galveston and New Orleans were, are, 
and for the future will be, unreasonable to the extent that they 
exceeded and exceed the following rates based on the present mini- 
mum weights for the period shown. 

—Reasonable Rates— 
Prior to Onand after 


Commodity— July 1, 1922 July 1, 1922 
Paraftine wax—From Ponca City, Okla............ $1.035 93c¢ 
Surpnur—rrom Gulf Bl, TOs... ccc cccciicreccecss 66.5¢ 60c 
Nitrate of Soda—From San Pedro and 

Wilmington, Calif. .......... 44.5¢ 40¢ 
Nitrate of Soda—From Galveston, Tex. ........... 66.5¢ 60c 
Nitrate of Soda—From New Orleans ............. 72c 65c 


The Commission should further find that complainant made ship- 
ments of the commodities in question, and paid and bore the charges 
thereon at the rates herein found unreasonable; that it has been 
damaged thereby to the extent that the charges paid exceeded those 
herein found reasonable; and that it is entitled to reparation with 
interest. Complainant should comply with Rule V of the rules of 
practice. 


PULLMAN CHARGE CASE 


Pending the outcome of the Commission’s valuation of the 
property of the Pullman Company, Attorney Examiner John B. 
Keeler thinks no change should be made, by the Commission, 
in the charges of that company for sleeping car and parlor car 
accommodations and he has so recommended, in a report on 
No. 14785, In the Matter of Charges for Passengers Traveling 
in Sleeping and Parlor Cars. The report also covers No. 11567, 
Order of United Commercial Travelers of America vs. Pullman 
Company. 

Earnings of 11.72, 7.44, and 11.08 per cent in 1923, 1924, and 
1925, based on book investments alleged by the company to be 
much less than the actual value of the property for rate-making 
purposes, Keeler said, were the only indication of unreason- 
ableness afforded by the record. 

Recalling that, in 1911, the Commission ordered a 20 per 
cent reduction in upper berth charges and that the 20 per cent 
increase made on May 1, 1920, were the only changes .in charges 
made since the organization of the Pullman Company in 1867, 
Keeler said that the general level of charges for such space 
was no higher than it was half a century ago. 

Commenting on the fact that the Pullman Company con- 
tended that the actual value of its property was greater than 
the book investment shown, Keeler said the representations on 
that point lent such support to the company’s contentions, how- 
ever, that the Commission should hesitate to order a reduction 
in defendant’s charges predicated solely on the earnings on the 
book investment which, he said, “is the only indication of unrea- 
sonableness afforded by the record.” 
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August 14, 1926 


This report is on a general investigation ordered by the 
Commission and the formal complaint filed by the travelers. 
The. complainants alleged the Pullman charges were excessive 
and asked the Commission to reduce the charges to the level 
of what they were before the general increase of 20 per cent/on 
May 1, 1920. They also asked for a return of the “excessive 

s. 
ie alain said that it developed during the hearings on that 
complaint that much of the dissatisfaction was due to the s0- 
called surcharge of 50 per cent, which surcharge, although 
collected by the Pullman Company, inured solely to the rail- 
roads. He said it also appeared that a general examination of 
the accounts and accounting practices of the Pullman Company 
was desirable. Therefore, in April, 1923, the Commission or- 
dered the general investigation into the propriety and reason- 
ableness of the surcharge and of the Pullman rates. The for- 
mal case, the dismissal of which had been recommended, was 
joined with the new case. The bases of compensation as be- 
tween the railroad companies and the Pullman Company were 
also made a part of the investigation. 

The surcharge feature, on account of the time that would 
be required to complete the examination of the Pullman ac- 
counts, Was separated from the case. The Commission disposed 
of it in Charges for Passengers in Sleeping and Parlor Cars, 
95 I. C. C. 469, the finding being that the surcharge was not 
unreasonable. 

Examiner Keeler said very little evidence was introduced 
by the complainants in support of their allegation that the 
rates were excessive. They relied, he said, upon the part of 
the law putting the burden of proof on the company to justify 
any increase made after January 1, 1911. Continuing, Keeler 
said: 


At the time of the original hearings in No. 11567, defendant as 

one corporate entity was engaged in the operation of sleeping and 
parlor cars as a common carrier, in the construction of cars for 
sale to other carriers and in other manufacturing activities. Al- 
though separate accounts were kept for the operating and manu- 
acturing departments, there was such commingling of the affairs 
of the two that satisfactory data with regard to the common carrier 
part of its activities, which is the only part subject to the Com- 
mission’s jurisdiction, was difficult to obtain. The situation was 
changed during the course of the investigation, however, through the 
divorce voluntarily by defendant of the two departments and the 
creation of a separate corporation to control the manufacturing 
ctivities. 
r As the result of the examination of the accounts of defendant, 
certain of its accounting practices have been changed and the follow- 
ing revised investment and operating income figures for the years 
ended December 31, 1923, December 31, 1924, and December 31, 1925, 
have been secured: 


1923 1924 1925 
Investment: 
Plant and equipment.$164,144,642.25 $178,761,995.20 $206,825,709.13 


Working capital ..... 5,210,877.47 4,429,460.55 4,386,959.94 

Materials and supplies 3,000,000.00 3,000,000.00 3,000,000.00 
*Cash 

TOU - tines deew rebates $172,355,419.72- $186,191,455.75 $214,212,669.07 
Net operating income..... 9,070,457.74 6,796,012.85 12,146,220.02 


* Estimated. 


If the above book investment figures are used as representing the 
value for rate making purposes of defendant’s property used for 
transportation, its rate of return was 5.26 per cent in 1923, 3.65 per 
cent in 1924 and 5.67 per cent in 1925. An element to be taken into 
consideration in this connection, however, is that during the period 
in question, defendant had an accrued depreciation reserve of $74,563,- 
071.03 in 1923, $78,889,339.64 in 1924, and $87,131,154.38 in 1925, which 
had been accumulated through charges to operating expenses. If 
the depreciation reserve be deducted from the book investment as 
set forth above to arrive at a rate base, the rates of return for the 
years in question would be increased to 9.27 per cent in 1923, 6.33 
per cent in-1924, and 9.55 per cent in 1925. See Lum vs. G. N. Ry. Co., 
33 I. C. C. 541, and New York-Jersey City Ferry Rates, 37 I. C. C. 103. 
Furthermore, there were charged to operating expenses during this 
period Federal income tax accruals of $2,390,274.48 in 1923, $1,190,423.89 
in 1924, and $1,933,642.02 in 1925. In Reduced Rates, 1922, 68 I. C. C. 
676, the Commission said: 


“In our view railway corporations should, like other corporations, 
pay their Federal income taxes out of income, rather than collect it, 
in effect, from the public in the form of transportation charges 
adjusted to enable it to retain the designated fair return over and 
above the tax.’’ 

If the income tax accruals be eliminated from operating expenses, 
defendant’s operating income would be $11,460,732.21 in 1923, $7,986,- 
436.74 in 1924, and $14,079,862.04 in 1925, and, using as ‘a rate base 
the book investment after deductions for accrued depreciation, the 
rates of return would be 11.72 per cent, 7.44 per cent and 11.08 per 
cent, respectively. 

Defendant states that owing to heavy demands by the railroads 
for cars during 1923, 1924 and 1925, it was unable to maintain its 
normal program of shop repairs and contends that this resulted in 
under-maintenance of its cars of $1,306,890.58 in 1923, $2,459,290.80 in 
1924, and $5,252,715.52 in 1925. In estimating this claimed under- 
maintenance, defendant, after making adjustments to cover differ- 
ences in relative price levels in the two periods, compares the 
maintenance accounts for 1923, 1924 and 1925 with the same accounts 
for the three-year period ended June 30, 1917. The ratio of steel to 
wooden cars increased materially during the three years from 1923 to 
1925 over the three years ended June 30, 1917. For example, in 1915 
defendant had 2,199 wooden cars and 5,008 steel cars, whereas in 
1925 it had 430 wooden cars and 8,293 steel cars. The estimates offered 
by defendant do not take into account this difference in character of 
equipment in use during the two periods. Maintenance expenditures 
during a period when wooden cars predominated are not to be taken 
as a fair criterion of maintenance expenditures necessary during a 
period when steel cars predominated. Furthermore, the maintenance 
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accounts include not only actual expenditures for repairs, but also 
charges for depreciation, and in adjusting the maintenance expendi- 
tures for the three years ended June 30, 1917, to take into account 
the increased price levels existing in 1923, 1924, and 1925, the in- 
creased price factors were applied to the depreciation accruals as 
well as to the actual expenditures for repairs. The comparisons of- 
fered in support of the claimed under-maintenance are clearly 
a and cannot be accepted as establishing defendant’s con- 
tention. 

Defendant contends that the value of its property for rate making 
purposes is greatly in excess of its recorded property investment, and 
in support of that contention placed in evidence a valuation study 
of its property as of December 31, 1921. This study shows an esti- 
mated reproduction cost new of $277,031,929 and a reproduction cost 
new less depreciation of $172,807,185. These estimates are contrasted 
with a recorded property investment as of the same date of $157,- 
878,314, or $89,611,407 after deduction of accrued depreciation. The 
Commission has not concluded its valuation of the property of de- 
fendant and the accuracy of defendant’s estimates cannot be de- 
termined upon this record. They lend such support to defendant's 
contentions, however, that the Commission should hesitate to order 
a reduction in defendant’s charges predicated solely on the earnings 
on the book investment, which is the only indication of unreasonable- 
ness afforded by the record. 

Effective February 15, 1926, defendant entered into a new agree- 
ment with its porters and maids under which the wages of these 
employes were increased eight per cent and working conditions were 
improved. The wage increase coupled with added expenses growing 
out of the more liberal working arrangements will increase by ap- 
proximately $1,000,000 a year the operating expenses of defendant. 

Another matter to be given weight in the consideration of whether 
defendant’s charges should be reduced is that under the contracts 
between most of the more important railroads and defendant the 
respective railroad participates in the revenues in excess of certain 
specified amounts per car earned by cars operated on its line. Al- 
though it is impossible to determine on the present record the precise 
effect which any given reduction in defendant’s charges would have 
on the revenues of the rail carriers, it is evident that such a re- 
duction would most seriously affect that part of the revenues which 
are shared with the rail carriers. The failure of the rail carriers 
in the Western district to earn a fair return from their passenger 
operations is discussed in Revenues in Western District, 113 I. C. C. 3. 
Statistics of record in the instant case indicate that the condition 
there commented upon as existing in the western territory also pre- 
vails in other sections of the country. 

As hereinbefore stated, the contractual relations between the 
rail carriers and defendant were made a part of the investigation. 
A study of the contracts discloses great lack of uniformity in their 
provisions, due in considerable degree, it is stated by defendant, to 
varying conditions on different railroads. The contracts represent the 
results of bargaining between defendant and the respective railroads 
and in such dealings the lines having the most traffic to offer 
naturally get the better contracts. Also there is considerable lack 
of uniformity in the contracts with the more important railroads— 
greater lack perhaps than justified by the circumstances. The Com- 
mission has no authority to prescribe the terms of the contracts 
between defendant and the rail carriers, but in Revenues in Western 
District, supra, it admonished the western railroads to survey the 
passenger situation with a view to putting this branch of their 
operations upon a better paying basis. The contracts with defendant 
are worthy of careful scrutiny by the rail carriers as a part of such 
survey. 

It is recommended that no reduction be made in defendant's 
charges pending the outcome of the valuation which is now being 
made of its property. 


ROOFING MATERIAL ADJUSTMENT 


In a proposed report on No. 17170, American Tar Products 
Company et al. vs. Atchison, Topeka & Santa Fe et al., and the 
cases joined with it, for one purpose or another, Examiner E. H. 
Kerwin said the Commission should find rates on building and 
roofing materials from St. Louis, East St. Louis, Chicago, Joliet, 
Waukegan and Marseilles, to destinations in Western Trunk 
Line territory and designated territory adjacent thereto unrea- 
sonable and prescribe a basis of rates using East St. Louis as 
the basing point for rates made percentages of the fifth class 
to establish a relationship of rates. That relationship was 
suggested in connection with the title complaint and No. 17328. 

He further recommended a finding of undue preference in 
rates from Vandalia and undue prejudice to Chicago and one 
that the rates from Kansas City, Minneapolis, St. Paul, Duluth 
and Denver are not unduly preferential of those points or un- 
duly prejudicial against East St. Louis or Marseilles, III. 

Another recommendation is that rates charged on past ship- 
ments of building, roofing and paving materials from Kansas 
City and St. Louis and points basing thereon, and from New 
Orleans to destinations in Kansas, Oklahoma, Texas and Colo- 
rado shall be found not unreasonable, except as to shipments 
moving under tariffs subject to Rule 77 of Tariff Circular No. 
18-A. He said that as to such shipments reparation should be 
awarded. 

A fifth finding proposed by him is that rates from Minne- 
apolis and St. Paul to Central Freight Association territory are 
not unreasonable but that the rate from the Twin Cities to Cin- 
cinnati is unduly prejudicial to the extent it exceeds the one 
in the reverse direction. 

The complainants gathered together for disposition in this 
one report, Kerwin said, brought in issue the carload rates on 
prepared roofing, asphalt shingles, building and roofing paper 
and related articles, and other articles ordinarily shipped there- 
with, commonly known as building and roofing materials. The 
rates assailed apply from a number of producing points, al- 
ready mentioned, to destinations in Western Trunk Line and 
adjacent territory. In some cases only rates for the future 
were requested; in others, rates for the future and reparation 
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on shipments in the past; and in still others only reparation 
was sought. The complaints were considered either separately 
or in groups. The complaints, in addition to the title com- 
plaint, are: 


No. 17328, Certain-teed Products Corporation vs. Ahnapee & 
Western Railway Company et al.; No. 17358, Higginbotham-Bartlett 
Company et al. vs. Abilene & Southern Railway Company et al.; No. 
17358 (Sub. No. 1), Burton Lumber Company et al. vs. Same; No. 
17358 (Sub. No. 2), Galbraith-Foxworth Lumber Company et al. vs. 
Atchison, Topeka & Santa Fe Railway Company et al.; No. 17358 
(Sub. No. 3), Moore & Richolt Lumber Company et al. vs. Same; No. 
17208, Oklahoma Sash & Door Company et al. vs. Same; No. 17123, 
Benson Brothers Lumber Company et al. vs. Same; No. 17360, the 
B. F. Nelson Manufacturing Company et al. vs. Ahnapee & Western 
Railway Company et al.; No. 16637, the Newton Lumber & Manu- 
facturing Company vs. Chicago, Rock Island & Pacific Railway Com- 
pany et al.; No. 16637 (Sub. No. 1), the Crissey & Fowler Lumber 
Company vs. Atchison, Topeka & Santa Fe Railway Company et al.; 
No. 16637 (Sub. No. 2), McPhee & McGinnity Company et al. vs. Chi- 
cago, Burlington & Quincy Railroad Company et al. 


The examiner set forth his proposal to make East St. 
Louis the point on which to base relationships and then dis- 
cussed the effect of it, winding up with recommendations as to 
the title complaint and No. 17328, as follows: 


(1) That the rates from East St. Louis are and for the future 
will be unreasonable to the extent that they exceed the following 
percentages of the contemporaneous fifth-class rates: 60 per cent to 
points in Wyoming on and south of the line of the Union Pacific 
extending from the Wyoming-Nebraska border near Pine Bluff, 
Wyo., to Cheyenne, Wyo., thence south to the Wyoming-Colorado 
border; 60 per cent to points in Colorado on and east of the lines 
of the Union Pacific extending from Cheyenne, Wyo., through 
Brighton, Colo., to Denver, the Denver & Rio Grande Western to 
Trinidad, and Atchison, Topeka & Santa Fe to the Colorado-New 
Mexico border; 70 per cent to all other points in Colorado and 
Wyoming and to points in Montana, covered by the complaints; 60 
per cent to all other destination points covered by the two com- 
plaints; the rates from St. Louis to such points to be the same as 
from East St. Louis. 

(2) That the rates from Chicago are and for the future will be 
unreasonable (a) to the extent that to points north of group A, 
hereinbefore described, and to all points in Wisconsin covered by 
the complaints, and in Northern Peninsula of Michigan, they ex- 
ceed rates 8 cents under those from East St. Louis to the same 
points; .(b) to the extent that to points within group A they exceed 
the rates from East St. Louis to the same points; (c) to the extent 
that to points south of group A, including those in Colorado, they 
—< rates 8 cents over those from East St. Louis to the same 
points. 

(3) That the rates from Marseilles for the future will be un- 
reasonable (a) to the extent that to points in Wisconsin, Minne- 
sota, North Dakota, South Dakota, Montana, Wyoming, and Colo- 
rado, covered by the complaints, they exceed the rates from Chi- 
cago to the same points; (b) to the extent that to the remainder 
of the territory covered by the complaints they exceed or may ex- 
ceed rates 2 cents under those from Chicago to the same points. 

(4) That the rates from Joliet and Waukegan for the future 
will be unreasonable to the extent that they exceed the rates from 
Chicago to the same points. . 

(5) That the rates from Vandalia for the future will be unduly 
prejudicial to Chicago and preferential of Vandalia (a) to the ex- 
tent that to points on and north of the southern border of group A, 
hereinbefore described, the rates from Vandalia are less than the 
rates from East St. Louis to the same points, as herein found rea- 
sonable; (b) to the extent that to points south of the southern border 
of Group A the rates from Chicago exceed those from Vandalia by 
a greater amount than would be the case if the rates from Vandalia 
were made by a differential of 3.5 cents over East St. Louis. 

. (6) That under the rate basis herein proposed the rates from 
Kansas’ City, Minneapolis, St. Paul, Duluth and Denver to points cov- 
ered by No. 17328 will not be unduly preferential of those shipping 
points nor unduly prejudicial to East St. Louis or Marseilles. 


As to No. 17358 and the three sub-numbers thereunder. as- 
sailing the reasonableness of rates from St. Louis, Kansas City, 
East St. Louis; Madison, Dupo, Joliet, Chicago and Waukegan, 
Ill., Minneapolis, Minn., Lockland and Cincinnati, O., and from 
New Orleans to destinations in Texas and Oklahoma, the ex- 
aminer said the Commission should find the rates were not 
unreasonable and dismiss the complaints. 


As to No. 17208, covering shipments from -Kansas City and 
St. Louis, Mo., Chicago, Peoria, Marseilles and Waukegan, IIl., 
to Oklahoma City, Tulsa, Muskogee, McAlester, Norman and 
Mountain View, Okla., between July 1, 1922, and June 1, 1925, 
the examiner said the Commission should find the shipments 
were not overcharged and the rates were not unreasonable. 


In respect of No. 17123, alleging violations of the first four 
sections of the interstate commerce law on shipments from 
Kansas City, East St. Louis and points taking differentials over 
St. Louis to destinations in Kansas, Oklahoma and Texas, Ker- 
win said the Commission should find: 


(1) That the allegation of overcharges has not been sustained. 

(2) That on shipments to destinations in Kansas and Oklahoma, 
covered by the complaint and delivered within the statutory limi- 
tation period, on which higher rates were charged than were in 
effect to more distant points, where the tariffs naming the rates to 
the more distant points were published subject to rule 77 of the com- 
mission’s Tariff Circular No. 18-A, complainants are entitled to rep- 
aration on basis of the lower rates to the more distant points. 


(3) That the rates charged to points covered by the complaint 
have not been shown to have been unreasonable, except to the 


extent indicated above, and reparation should be denied except to 
that extent. 


Respecting No. 17360, alleging the rates from the Twin 
Cities to Central Freight Association territory were unreason- 
able, unjustly discriminatory, prejudicial to shippers at the 
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Twin Cities and unduly preferential of shippers in C. F. A., the 
examiner said: 


The Commission should find that the rates on building and roof. 
ing materials from the Twin Cities to points in Central Fregiht As- 
sociation territory are unreasonable to the extent that they exceed the 
rate in the opposite direction; and that the rates from the Twin 
Cities to other points in Ohio and in Indiana and Michigan should 
be adjusted with relation to the rates to Cincinnati. 


Finally, in disposing of No. 16637 and two sub-numbers 
thereunder, involving rates from Kansas City and St. Louis 
Mo., East St. Louis, Chicago, Marseilles, Joliet and Waukegan, 
Ill., and Port Huron, Mich., to Denver, Colorado Springs, Pueblo 


and Longmont, Colo., between January 26, 1923, and October 
28, 1924, Kerwin said: . 


The Commission should find that the rates charged on the ship- 
ments covered by the complaints were not unreasonable. In view of 
the basis of rates herein proposed in Nos. 17170 and 17328, a finding 
as to the reasonableness of the rates for the future in the present 
case will not be necessary. Reparation should be denied. 


SAND RATE RECOMMENDED 
In No. 17873, Traffic Bureau-Chamber of Commerce (Lynch- 
burg, Va.) vs. West Jersey & Seashore et al., Examiner E. P. 
Hurley said the Commission should find the rate on sand, from 
Cape May, N. J., to East Radford, Va., applied on shipments 
made in June, 1924, was applicable but unreasonable to the 
extent it exceeded, exceeds, or may exceed, a rate of $4.95 per 
net ton, to which basis, he said, reparation should be awarded. 
He said that parts of fourth section application No. 1625, heard 

in connection with this case, should be denied. 








OFFICE FIXTURE RATES 


Attorney-examiner Arthur R. Mackley has recommended the 
dismissal of No. 17564, National Show Case Co. vs. Seaboard 
Air Line et al., on a finding that third class rates on store and 
office fixtures, in carloads, from Columbus, Ga., to Paducah, Ky., 
Memphis, Tenn., and New Orleans, are not unreasonable or 
otherwise unlawful. The rates were alleged to be unduly pref- 
erential of Atlanta, Louisville, St. Louis and Chicago. Repara- 
tion to the basis of rates established after the shipments in- 


volved moved was sought. The report covers two tub-numbers, 
Same vs. Same. 


RATES ON WRAPPING PAPER 


A finding that the applicable rates on printed waxed wrap- 
ping paper, carloads, from Nashua, N. H., were unreasonable to 
the extent that they exceeded, exceed, or may exceed, 25.5 cents 
to Flatbush Avenue, Brooklyn, and 25 cents to Westchester 
Avenue station, New York, minimum 40,000 pounds, and that 
reparation be awarded, has been proposed by Examiner J. P. 
McGrath in No. 17904, Ward Baking Company vs. Boston & 
Maine et al. 


ROSIN IN BARRELS 


Examiner Martin J. Walsh, in No. 15381, Vera Chemical Co. 
of Canada, Ltd., vs. Alabama’ Central et al., on further hearing 
on the application of the complainant for a rate on rosin in bulk 
without the requirement that it be in barrels, said the barrel 
requirement had not been shown to have been or to be unrea- 
sonable or otherwise unlawful. 

He said the Commission should find the rates on rosin, from 
gulf and South Atlantic ports and from interior intermediate 
points taking the same rates to Burlington, Ont., unreasonable 
but not unduly prejudicial or preferential, as alleged. He said 
the rates to Burlington should be found unreasonable to the 
extent they exceeded rates to Hamilton, Ont., and reparation 
awarded to that basis. The former report in this case is found 
in 104 I. C. C. 408. 





RATES ON CORDWOOD 


Examiner David T. Copenhafer has recommended an award 
of reparation in No. 17835, E-Z Opener Bag Company vs. Pearl 
River Valley et al., on a finding that rates charged on four 
carloads of cordwood from Twin and Crosby, Miss., to Braith- 
waite, La., were unreasonable to the extent that they exceeded 
11 cents from Crosby and 9 cents from Twin. 


NO MISROUTING FOUND 


Examiner Horace W. Johnson has recommended dismissal 
of the complaint in No. 17727, Carter Oil Company vs. Denver 
& Rio Grande Western et al:, on a proposed finding that various 
carloads of cast iron pipe and oil well supplies, shipped from 
Fruita, Colo., and Price, Utah, to Sunburst and Kremlin, Mont., 
were not misrouted. 


RATE ON LINSEED OIL 


An award of reparation has’ been recommended by Examiner 
M. L. Boat in a proposed report in No. 17938, Fredonia Linseed 
Oil Works Company vs. Santa Fe et al., on a finding that a 
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rate of 23 cents on linseed oil, carloads, from Fredonia, Kans., 
to Kansas City, Mo., was not and is not unduly prejudicial but 
that it was, is, and for the future will be unreasonable to the 
extent that it exceeded, exceeds or may exceed 22 cents. The 
examiner said that the Commission in Oklahoma Corporation 
commission vs. A. & S., 98 I. C. C. 183, prescribed a scale of 
maximum interstate distance rates on vegetable oils applicable 
on traffic from Oklahoma and other southwestern states to 
Kansas City, and that the rate under that scale applied to the 
single-line distance, Fredonia to Kansas City, would be 22 cents. 


RATE ON TROUSER PRESSES 


Examiner Bronson Jewell has recommended an award of 
reparation in No. 17999, Chicago Carton Company vs. New York 
Central, on a proposed finding that the first-class rate of $1.42 
charged on one carload of boxboard, flat, imprinted, to be used 
as trouser presses, from Chicago to New York, was applicable 
put unreasonable to the extent that it exceeded the third-class 
rate of 94.5 cents, when applied to carload shipments, minimum 
36,000 pounds. 


OVERCHARGES ON FURNITURE 


An award of reparation has been recommended by Examiner 
Horace W. Johnson in a proposed report in No. 17954, Lammert 
Furniture Company vs. Southern et al., on a finding that ship- 
ments of furniture, in carloads, from Jasper, Ind., to St. Louis, 
Mo., were overcharged. Charges were assessed at the effective 
second-class rates. The examiner said the Commission should 
find that the applicable rates on the shipments were third class 
and award reparation to the basis of third-class rates. 


RATE ON HOOFS AND HORNS 


Examiner David T. Copenhafer has recommended dismissal 
of the complaint in No. 18011, Tomkins-Summer Company vs. 
Santa Fe et al., on a proposed finding that a rate of $1.50, mini- 
mum 30,000 pounds, charged on carload shipments of animal 
hoofs and horns from San Francisco to Chicago, was not and 
is not unjust or unreasonable. 


RATES ON SAND AND GRAVEL 


Examiner Morris H. Konigsberg has proposed an award of 
reparation and prescription of rates for the future in No. 17606, 
Cynthiana Construction Company vs. Louisville & Nashville 
et al, on a finding that rates on sand and gravel from Cincin- 
nati, O., to Independence and Butler, Ky., were, are, and for 
the future will be unreasonable to the extent that they exceeded, 
exceed, or may exceed, a rate of 54 cents per ton from Cincinnati 
to Independence and 68 cents per ton from Cincinnati to Butler. 


RATE ON PYRETHRUM FLOWERS 


Dismissal of the complaint in No. 17054, Allaire, Woodward 
& Company vs. Santa Fe et al., has heen proposed by Examiner F. 
L. Sharp on a finding that the applicable commodity rate of $1.75 
charged on carload shipments of pyrethrum flowers from Pacific 
coast points to Peoria, Ill, between December 26, 1922, and 
October 16, 1924, was not unreasonable or unduly prejudicial. 


REPARATION ON POLES 


An award of reparation has been recommended by Examiner 
F, L. Sharp in a proposed report in No. 17088, Page & Hill Com- 
pany vs. Minnesota & International Railway Company et al., on 
a finding that a shipment of poles from Gemmell, Minn., to 
Pinconning, Mich., was misrouted by the Minnesota & Inter- 
national Railway. 


RATES ON BONES, ETC. 


Examiner R. M. Brown has recommended an award of rep- 
aration in No. 17769, Tomkins-SSummer Company vs. Chicago, 
Milwaukee & St. Paul et al., on a proposed finding that rates 
on bones, horns and hoofs, in carloads, from El Paso, Tex., to 
Chicago, Ill., were unreasonable to the extent that they exceeded 
68 cents. Charges were collected at the applicable joint com- 
modity rate of 78 cents, minimum 40,000 pounds. The examiner 
said the application of the 78-cent rate from El Paso was in 
violation of the long-and-short-haul clause in that it exceeded 
the 68-cent rate from Deming, N. M., to Chicago. He said the 
record supported complainant’s allegation that the 78 cent rate 
was unreasonable. 


RATES ON PEROXIDE OF HYDROGEN 


Examiner A. S. Parker has recommended an award of rep- 
aration and rates for the future in a proposed report in No. 
17988, Sunbury Converting Works vs. Pennsylvania, on a find- 
ing that rates charged on peroxide of hydrogen, in bulk, in bar- 
rels, in carloads, from Wallabout Pier No. 2, Brooklyn, N. Y., 
to Sunbury, Pa., were applicable but that they were unreason- 
able. He said the Commission should find that the rates as- 
sailed in so far as they applied, apply or may be applied to the 
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transportation of peroxide of hydrogen, in carloads, in bulk, in 
barrels, from Wallabout Pier to Sunbury were, are and for the 
future will be unreasonable to the extent that they exceeded, 
exceed or may exceed rates contemporaneously applicable to 
bleach and bleaching from and to the same points. 


RATES ON CRUSHED STONE 


Examiner J. J. Williams in a proposed report in No. 17892, 
North American Cement Corporation vs. Western Maryland et 
al., embracing also two sub numbers, Same vs. Baltimore & 
Ohio, has recommended an award of reparation and a finding 
that present rates on crushed stone from Security, Md., to 
Best Gate, Md., and from Martinsburg, W. Va., to other desti- 
nations in Maryland are not unreasonable or otherwise unlaw- 
ful. The shipments involved moved between January 1, 1922, 
and November 24, 1925. 

Shipments from Security to Best Gate moved interstate 
over both the Western Maryland and the Baltimore & Ohio. 
Those from Martinsburg moved interstate over the B. & O. 
Charges on the shipments moving over the Western Maryland 
were assessed on the basis of the through sixth-class rate of 
$4.30. The examiner said the Commission should find that the 
rate was applicable but that it was unreasonable to the extent 
that it exceeded $1.40. The shipments moving over the B. & 
O. were assessed $1.40. The examiner said the Commission 
should find that a rate of $1.10 was applicable. 


CHARGES ON PETROLEUM, ETC. 


Dismissal of the complaint in No. 17667, General Petro- 
leum Corporation vs. Santa Fe et al., has been proposed by 
Examiner Martin J. Walsh on a finding that charges for the 
transportation of petroleum and its products, carloads, from 
Vernon, Calif., to points in Arizona are not unreasonable, dis- 
criminatory, prejudicial or otherwise unlawful. 


REPARATION DENIED ON BRICK 


Examiner William H. Smith has recommended dismissal 
of the complaint in No. 17263, Murphysboro Paving Brick Com- 
pany vs. Mobile & Ohio et al., on a finding that reparation 
should be denied on 10 carloads of paving brick from Murphys- 
boro, Ill., to Hickman, Ky., which moved prior to general read- 
justment of rates on brick and clay products in southern terri- 
tory as prescribed in the Southern Brick Case, 88 I. C. C. 543. 


RATES ON COAL 


Examiner J. C. Harraman in a proposed report in No. 17619, 
Chesapeake Western Railway vs. Norfolk & Western et al., has 
recommended establishment of a reasonable basis of rates for 
the future on coal from points on the Virginian and the Kanawha, 
Glen Jean & Eastern to points on complainant’s line. 

The Chesapeake Western alleged that the failure and re- 
fusal of defendants to establish through routes and joint rates 
on coal, in carloads, from mines on the Virginian, and the K. G. 
J. & E., via Matoaka, and Roanoke over the N. & W. via Elkton, 
Va., to points on complainant’s line resulted in violations of 
sections 1, 3 and 15 of the interstate commerce act. 

The examiner said the Commission should find that the 
combination rates from mines on the K. G. J. & E. and Virginian, 
to points on the Chesapeake Western via Roanoke and Elkton, 
were now and for the future would be unreasonable and unduly 
prejudicial to the extent that they exceeded or might exceed 
the joint through rates contemporaneously maintained from 
mines on the N. & W. to the same destinations. 


FRUIT AND VEGETABLE TRAIN 


A special train, made up of a refrigerator car, lecture cars, 
and exhibition cars, designed to instruct fruit and vegetable 
raisers in the proper production, shipment and packing of their 
produce, has just completed a tour over the lines of the Chicago 
& Bastern Illinois, during which it made stops at 34 stations 
in Indiana and Illinois. Over 12,000 persons visited the ex- 
hibition. 


D. & |. ASKS NUNC PRO TUNC ORDER 


The Detroit & Ironton has asked the Commission to ap- 
prove action of the company in not completing construction of 
additional mileage in the Rouge River and lower Detroit River 
district until December 31, 1923, instead of not later than De- 
cember 31, 1922, as required by the Commission’s order. The 
D. & I. said that, due to reorganization of its legal department, 
it had not asked for extension of time within which to com- 
plete the line. 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has suggested placing No. 18415, The 
Jeffery-Dewitt Insulator Company vs. Baltimore & Ohio et al., 
and No. 18516, The Western Shade Cloth Company vs. Atlanta 
& West Point et al., on the modified procedure docket. 
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Terminal Freight Services and Allowances 
Sixth of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 


Vol. XXXVIII, No, 7 


G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


Ground Storage and Port Storage of Import and Export Freight. 
I—Ground Storage 


A special type of storage service is given by the railroads 
for certain freight, such as iron and steel articles, stone, lumber, 
and other commodities not especially susceptible to damage by 
the elements. Such commodities are unloaded and stored on 
the ground on railroad property awaiting further movement by 
railroad or steamship or local delivery. Special rules are pub- 
lished by the railroads in terminal and special service tariffs 
which, like all other service tariffs, are filed with the Interstate 
Commerce Commission, if applicable in connection with inter- 
state commerce, and with the proper state regulatory commis- 
sions if the services are rendered in intrastate commerce. 

The rules of the carriers are not absolutely uniform in the 
terms and conditions, but they are sufficiently similar to permit 
a typical set of rules to be used as illustrative examples. 


Storage of Iron and Steel Articles 


The following items of iron and steel construction may be 
stored on the ground in open storage subject to the regulations 
and charges described below, according to the terms of the 
tariff of an eastern trunk line: 


Armor, deck or ship plates. 


Boilers. 
Boiler tubes. 


Bolts and rivets, in boxes or kegs, when shipped with carload 
shipments of structural steel. 


Rough castings or forgings weighing fifty pounds or more each. 
Railroad cross ties. 


Rail fastenings, splice bars, bolts, nuts and spikes, in bundles 
or packages, in straight or in mixed carloads with iron or steel rails. 
Frogs and switches. 


Locomotive and car parts weighing five hundred pounds or over 
per piece. 

Heavy machinery (loaded in open cars). 

Pig iron. 

Piling. 

Pipe. 

Plates. 

Telephone, telegraph, or electric railway poles. 

Rails. 

Rods in bundles. 

Sheet bars. 

Skelp. 

Slabs. 

Spiegel eisen or iron. 

Structural iron or steel. 

Turn tables, knocked down. 


Free Storage Time 


Forty-eight hours’ free time is allowed on carload shipments 
of the commodities named, when the freight is consigned for 
domestic delivery. The period of free time is computed from 
the first seven o’clock A. M. after the date on which the notice 
of arrival is sent or given to the consignee. This applies 
whether the freight is held in cars or unloaded from the cars to 
the ground. The carriers reserve the right to hold the freight 
in the cars or to unload it at their option. 

Ten days’ free time is allowed on the same commodities if 
the shipments are consigned for export. Time is computed in 
the same way and the carriers reserve the option of loading or 
unloading as they see fit. 


Demurrage and Storage Charges 

After the expiration of the prescribed periods of free time 
provided for domestic or export freight, the regular rates of 
demurrage charges are assessed if the freight is held on cars. 
If the freight is unloaded from the cars for the convenience of 
the carriers, the same charges are assessed as though held on 
cars, unless a written request to unload and store on the ground 
is made by either the shipper or the consignee. 

If the written request to unload the goods and store the 
freight is made of the carrier by the shipper or consignee within 
the free time period, handling and ground storage charges 
shown below under that caption are assessed whether the cars 
are unloaded or the freight held in cars. These charges are 
applied in lieu of demurrage charges. When the written request 
to unload and store is received by the carrier after the expira- 
tion of the free time period, the ground storage charges are 
assessed from the third seven o’clock A. M. after the date 
on which the property is ordered to be stored. Car demurrage 
charges are charged for each day of detention after the expira- 
tion of the free time period to the third day after the time the 
goods were ordered to be stored. The carriers thus reserve 
two full days to unload the car after receiving the order. During 


this time the car is under demurrage and the goods are not syb. 
ject to ground storage charges. 
Handling and Ground Storage Charges 

The charges for handling and storage provided by a typicaj 
traffic provide as follows: 

A charge of 55 cents a ton, net or gross, depending on the 
basis upon which the line haul freight rates are assessed, ig 
made on shipments of iron and steel articles in carload lots for 
unloading and for storage on the ground for the first period of 
thirty days or fraction of that period. A subsequent charge of ¢ 
cents a net or gross ton is made for each succeeding period 
of thirty days or fraction. These charges are assessed in the 
case of Such shipments as are ordered to be unloaded within 
the free time period from the first seven o’clock A. M. of the 
day on which the notice of arrival was sent, and, in case of 
shipments ordered to be unloaded after the expiration of free 
time, from the third seven o’clock after storage is ordered. 

The goods included in the list of iron and steel articles may 
be later ordered by the shipper, consignee, or owner, to have 
float or lighter delivery service, either in the original lots or in 
mixed carloads, without additional reconsignment charge. Rail 
deliveries may be made in lieu of lighterage or floatage service 
within the free lighterage and floatage limits to points adjacent 
to the water front, without extra charge.’ 


Ground Storage of Stone 


Domestic shipments of rough or sawed stone may be un- 
loaded and stored under similar terms and conditions. No pro- 
vision is made for the storage of export shipments of this com- 
modity in the typical tariff. A special requirement in case of 
stone storage is that all charges must be paid at the time the 
freight is ordered stored.” 


Storage of Lumber on Ground 


Carload shipments of lumber that will not be damaged by 
exposure may be stored just as iron, steel, and stone. A typical 
tariff rule provides that shipments of lumber of this type arriv- 
ing at the terminal city over the line of the carrier to perform 
the service may be ground-stored without cover, when for ulti- 
mate local delivery or for reshipment by rail. The service is 
given when it is practicable and convenient for the carrier to 
provide the space necessary for the storage on its property. 
The cars are unloaded either by the owner of the goods or at 
his expense. Storage charges are assessed at the rate of $4 a 
car a month or fraction of a month. The ground storage space, 
however, must not exceed 300 square feet a carload. Storage 
charges commence at the time the car is completely unloaded. 
Demurrage charges are assessed for the time the cars are held 
beyond the customary period of free time.’ 


The Value of Ground Storage 


The privilege of ground storage affords shippers of low 
grade, bulky commodities that will not be damaged by weather 
exposure an opportunity to stop goods at the terminals on ports 
while they are awaiting either a domestic or an export market. 
The privilege adds to the flexibility of the movement of the com- 
modities and gives cheap storage while the goods are awaiting 
movement. It conserves the carrier’s equipment through le- 
leasing the cars promptly. Shippers of freight that must be 
held awaiting further movement at a terminal or port are re- 
lieved of demurrage for regular storage charges through the 
establishment of this privilege. 


1i—Port Storage of Import and Export Freight—Storage of |Im- 
ported Shipments 


Arrangements are made for special handling of shipments 
received from foreign ports to be moved to final destinations in 
the United States by railroad. Freight held at storage points 
on the lines of the railroads performing the road haul service 
has a longer period of free time than is usually granted domestic 
freight. 

A typical tariff provides that import package and piece 
freight may be held free of charge at the risk of the owners for 
a period of fifteen days from the first 7 o’clock A. M. following 
the day on which the vessel bringing the goods completes dis- 
charging its cargo. The period of storage is ended when shipping 
instructions are given to the carrier. Bulk freight, excepting 


1For text of rules governing ground storage of iron and steel 
articles at Philadelphia, Pa., see Pennsylvania Railroad, F. D. No. 319, 

. I. C. C. No. 14322, Rule 22. 

“Ibid, Rule 23, Item No. 247, Note A. 

3Ibid, Rule 24, Item No. 249. 
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jron, Manganese, or chrome ores, has five days’ free time. These 
excepted commodities are subject to demurrage charges and 
rules provided in the effective demurrage tariff applicable 
ereto.* 
" After the expiration of the respective periods of free time, 
storage charges are assessed at the rate of 1 cent a hundred 
weight for the first period of ten days, and at the rate of one- 
half cent a hundred weight for each succeeding ten days period.’ 


Storage of Freight for Trans-Shipments by Water 


All sorts of freight, excepting grain in bulk, for export, 
when covered by local railroad bills of lading or through export 
pills of lading are held at the ports of export under special 
arrangements. A typical arrangement provides that such freight, 
if actually exported, may be held at the port of exit free of 
demurrage or storage charges for a period of ten days in case 
of carload shipments, and for five days in case of L. C, L. ship- 
ments. This general arrangement is modified, in some in- 
stances, in connection with export traffic moving over certain 
steamship lines on through export bills of lading. 

Domestic freight held at the ports for trans-shipment by 
water line on local bills of lading is held free of demurrage or 
storage charges for a period of not more than five days after 
the date of arrival, excluding the day of arrival. In computing 
the period of free time, Sundays and full legal holidays are ex- 
cluded. When a holiday falls on Sunday the Monday following 
is excluded from the count. 

After the expiration of the number of free days allotted on 
carload or less than carload freight, storage charges are as- 
sessed at the rate of 1 cent a hundred weight for the first ten 
days, and one-half cent a hundred weight for each succeeding 
ten days or fraction thereof. Demurrage or storage charges 
cease to apply after the rail line storing the freight has received 
an order for delivery from the steamship company or steamship 
operator, provided the steamer for which the freight is intended 
is ready to accept cargo from the rail carrier. If the freight is 
to be delivered to a steamship pier not operated by a rail car- 
rier, the demurrage or storage charges cease on delivery of the 
freight to the steamship ‘company’s pier. 

When the export freight is to be moved on through export 
bills of lading, the bills must be issued by the rail carrier only 
when founded on written ocean freight contracts, and the freight 
must be covered for transportation by a permit issued by the 
foreign freight agent or correspoinding officer of the rail line. 
The agents of the rail carrier must endorse the number of the 
transportation permit on the card and revenue waybills cover- 
ing the shipments. These employes are responsible for seeing 
that the quantity of freight does not exceed the amount covered 
by the permit. Shipments may not be accepted for transporta- 
tion after the expiration of the time limit specified in the permit. 
If these details are not complied with the shipment loses its 
status as an export shipment on a through bill of lading and 
must be handled at the port as though exported from this point.‘ 


Storage of Export Traffic Moving Via Contract Operators 


Traffic that moves in carload lots on through export bills of 
lading issued in connection with the U. S. Shipping Board or its 
agents via steamship lines of steamship operators serving the 
north Atlantic ports, with which arrangements have been spe- 
cifically made, is stored under special rules. A typical tariff 
provides the following regulations in connection with traffic 
handled through any of the following north Atlantic ports: Port- 
land, Me., Boston, Mass., Providence and South Providence, R. 
I, New York, N. Y., Philadelphia, Pa., Camden, N. J., Baltimore, 
Md., Norfolk and Newport News, Va. 

Carload freight covered by through export bills of lading 
issued in connection with the specified steamship lines or ves- 
sel operators may be held in warehouse at the port of export; 
or, at the option of the carriers, in cars; free of charge for a 
period of not more than fifteen days excluding the day of ar- 
rival. After the expiration of this period storage and demurrage 
charges provided by the tariffs of the rail carriers in effect at 
the ports of export are assessed. 

If the steamship company or operator fails to clear the 
freight on any vessel, or during any period for which it is spe- 
cifically booked, or to order the freight within the fifteen day 
free time period, all demurrage or storage charges accruing 
after the free time period are paid by the steamship company 
or operator to which the failure or omission is chargeable. 

Failure on the part of the rail carriers to transport the 
shipments to the ports in time to clear on the steamships for 
which the freight is booked or in time to clear during the period 
for which bookings are made, excuses such shipments from 
storage or demurrage charges until the announced sailing date 
of the vessel on which the freight is again booked. After this 
date, demurrage or storage charges are assessed. If the freight 
is booked to be lifted in a certain period but not booked for a 
vessel to depart on a definite date, it is understood that the rail 





‘Agent B. T. Jones, I. C. C. No. 1581, Supplements and reissues, 
5Pennsylvania R. R., G. O., I. C. C. No. 14322, Rule 20, Item No. 131. 
‘Ibid, Rule 21, Items 133, 137, 139, 141, 143, 145 and 147. 
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carrier is obliged to have the cargo ready for delivery at the 
port on the first day of the specified period. When the railroads 
deliver freight at the port of exit more than fifteen days in 
advance of the date for which it is booked for steamships the 
excess free time is considered as additional free time. 

Demurrage or storage charges that accrue on shipments 
for export under these arrangements due to interference with 
transportation by shippers or their agents through the issuance 
of orders to hold the freight or to divert it, or through delay in 
sectring or error in the preparation of proper export shipping 
documents, or through any other causes for which the shippers 
or their agents are responsible, must be paid by the shippers. 

Charges for demurrage or storage cease to apply after the 
rail carriers have received orders for delivery from the steam- 
ship companies or operators, provided the vessels are ready to 
accept the freight. If the goods are to be delivered to a-steam- 
ship at a non-railroad pier, the charges cease on delivery of the 
freight to the pier. 


Arrangements With Non-Agency Lines 

Freight to be exported by steamship lines or vessels that 
have not contractual relationships with the U. S. Shipping 
Board, may be held in warehouse or on cars at rail carriers’ 
option free of demurrage or storage charges for a period of not 
more than 10 days, exclusive of the date of arrival of the freight 
at the port of export. Demurrage and storage charges as pro- 
vided by the legally applicable tariffs at the ports are assessed 
for freight held beyond the ten day free time period. 

The regulations provided for the handling of freight in con- 
nection with U. S. Shipping Board lines or agency lines are 
applied to non-agency lines with the difference of the ten days 
rather than fifteen days’ free time, and the additional require- 
ment that all demurrage and storage charges must be paid to 
the rail carriers holding or storing the goods before delivery of 
the freight to the steamers of the non-agency lines. This re- 
quirement is not found in the regulations governing freight 
transported via the specified agency lines of the U. S. Shipping 
Board. These discriminations are part of the arrangements 
made to encourage the movement of export traffic by vessels 
under the U. S. flag or via lines deemed necessary to American 
commerce. : 

A typical tariff extends the fifteen days’ period and other 
preferential arrangement to more than 100 lines serving the 
north Atlantic ports specified above. Throug harrangements of 
this sort, the exportation of freight is facilitated to railroads, 
steamship lines, and exporters. 


SLIGO RULE JUDGMENT 


A judgment for the reparation ordered by the Commission 
and, in addition, $500 as attorney’s fees, has been entered by 
District Judge A. F. St. Sure in No. 17264, Standard Oil Com- 
pany (California) vs. Andrew W. Mellon, Director-General, etc., 
in the second division of the United States court for the southern 
division of the northern district of California, a suit growing 
out of a Sligo rule case, Standard Oil Company (California) 
vs. Director-General, as agent, et al., 74 I. C. C. 188. The Com- 
mission, in that case, December 10, 1923, made an order of 
reparation for $6,659.33, with interest, to be paid not later than 
January 25, 1924. 

The Director-General did not pay. The company sued on 
its award of reparation, and in addition, for attorney’s fee 
of $1,000. Judge St. Sure recited the facts about the case by 
reproducing the entire report of the Commission. In discussing 
the law of the matter and in disposing of the case, he said: 


I agree with plaintiff that the findings of the commission, learned 
and long experience in the determination of the matters presented 
here, are entitled to great weight. It is alleged, and not denied by 
defendant, that the rule determinative of the case has been already 
passed on and remains unattacked, in many cases, in accord with 
plaintiff’s contention here, that is, that the increase of 4.5 cents 
per hundred pounds (on oil), should be added but once to the ag- 
gregate of the factors making up a combination rate on a through 
shipment, rather than to each separate factor. On this, plaintiff 
contends that under the peculiar facts of the case, the exigencies of 
the situation in war emergency, with attendant informalities and 
express or constructive waiver of otherwise rigid rules, together with 
publication of the so-called combination rule in some of the tariff 
schedules involved in each through movement, following on freight 
rate authority 96, made. the matter of tariff determination as re- 
spects this and similar cases, one of fact and properly determined 
by the Commission, or at best, one of mixed law and fact, with 
all possible weight to be given the decision of the Commission. 
Defendant’s contention is that tariff construction is purely a mat- 
ter of law, citing Great Northern Railroad Company et al. vs. Mer- 
chants Elevator Company, 259 U. S. 285; and that the Commission 
erred int its finding that the ‘‘combination rule’ publication in one 
tariff bound the publisher to a tariff constructed on the basis of but 
one increase in the through rate, there being no ‘‘actual publication’’ 
of such a rate so increased, even by the line publishing it, and the 
“actually published’ tariff being the only legal one. The lines not 
Federally controlled did not publish nor concur in the combination 
rule, as the Commission found, and for these reasons were held by 
the Commission not to be bound by any construction under its terms. 
I am inclined to agree with plaintiff that the situation here was 
not that of ordinary usage, and that the method of applying the 
increase, though termed by defendant a construction of tariff, was 
more a matter of fact for administration than of law. That there 
was lack of notice of release of factor lines from Federal control, 
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careful study by shippers to determine how the increase should be 
applied, with the determination, concurred in by the western repre- 
sentative of the Director General himself in answer to shippers’ in- 
quiries, and undisturbed for about a.year, that the increase should 
be applied but once to the aggregate factors; together with waiver 
of customary notices and other informalities under the stress of 
prevailing conditions; is shown by the record before the Commission 
and exhibits introduced. If necessary to support the validity of the 
construction claimed by plaintiff under the combination rule, I hold 
that the publication of the rule, following freight rate authority 96, 
was in itself a sufficient publication to support the single increase, 
and under the attendant circumstances constituted a sufficient in- 
corporation by reference of the tariffs of the connecting carriers 
to charge the line under Federal control publishing such combina- 
tion rule, with the tariff constructed as contended for by plaintiff 
as the legally published tariff, though not set out in actual figures. 
The case of Great Northern Railway Company vs. Merchants Ele- 
vator Company, 259 U. S. 285, stating the law of tariff construction, 
and cited by defendant to support the proposition that such con- 
struction is a matter of law, does not seem to me to require a dif- 
ferent view of this case. 

If the rates constructed as contended for by the plaintiff were 
the “legally published rates,” then the finding of the Commission 
that the shipments were “overcharged’’ because of exactions and 
payments in excess thereof, was correct according to defendant’s own 
definition of the term. 

The remaining point is as to the propriety of allowance of at- 
torneys’ fees and costs. It has been decided that interest and costs 
are proper. (Missouri Pacific Railroad Co. vs. Ault, 256 U. S. 554.) 
On construction of state statutes allowing attorneys’ fees as costs, 
such costs have been sustained, and against the Director General 
of Railroads, and it has also been held that the Director General is 
in the position, in the state, of a private carrier in the suits author- 
ized against him, as to costs, interest and attorneys’ fees, except 
where the award is made as a penalty. The allowance of a reasonable 
attorney fee is authorized as costs by the sections of the Interstate 
8 and 16, cited by defendant. Section 206 of the 
Transportation Act (41 Stat.-461; amended 42 Stat. 393) under which 
this action is authorized, merely provides for the general manner 
of proceeding and the party defendant. There is _no negation of 
any rights which might have been had against the Director General 
while Federal control existed. By reference the costs authorized 
by the sections of the interstate commerce act, referred to are in- 
corporated in the transportation act, and I think costs, interest and 
attorney fee as a cost, are properly allowable. I believe, however, 
that $500 instead of the $1,000 asked for is a reasonable attorney 
fee for the prosecution of this action. 

It is therefore ordered that plaintiff have judgment as prayed 
against Andrew W. Mellon (director general of railroads), as agent, 
substituted for James C. Davis (director general of railroads), as 
agent, as follows: $590.47 with interest from November 1, 1919, at 
6 per cent per annum; $79.34 with interest from May 15, 1919, at 6 
per cent per annum; $2,149.59 with interest from January 15, 1919 
at 6 per cent per annum; $152.05 with interest from March 22, 1920, 
at 6 per cent per annum; $923.46 with interest from April 1, 1919, 
at 6 per cent per annum; $420.11 with interest from November 15, 1919, 
at 6 per cent per annum; $447.90 with interest from January 15, 1919, 
at 6 per cent per annum; 968.18 with interest from May 1, 1919, at 
6 per cent per annum; $928.23 with interest from July 1, 1919, at 
6 per cent per annum; together with an attorney’s fee of $500 to be 
taxed as costs, and together with costs to be taxed. 


MOTOR VEHICLE INVESTIGATION 


(Special Correspondence from Portland, Ore.) 


A general outline of the bus and truck operations in the 
Pacific Northwest, the lack of apparent effect of these operations 
upon railway revenue, the effect of the privately owned and 
operated pleasure and freight automobile upon bus and truck 
traffic, and the inadequacy of control some states have over 
bus and truck traffic, were points brought out in the first 
day’s testimony before Commissioner Clyde M. Aitchison at 
Portland in the third hearing of the series conducted by the 
Interstate Commerce Commission, in formal docket No. 18300. 

The hearing was held at the Multnomah county court 
house, starting at 10 a. m., August 7, and continuing over until 
Monday. Examiner Leo J. Flynn assisted Commissioner 
Aitchison. 

Commissioner Aitchison opened the session by explaining 
to the 150 interested attendants that the purpose of the hearing 
was two-fold: 1, To develop information that would be helpful 
in administering to common carriers; 2, to develop information 
which would make it possible for the commission to recommend 
to Congress needed legislation in regard to controlling bus and 
truck traffic. 

The railroads of the states of Washington, Oregon, and 
Idaho had been subpenaed to appear with any information they 
wished to present and, as it was previously assumed by the 
bus and truck interests that the railroads would not submit an 
exhaustive study of the problem, the truck and bus interests 
themselves had prepared and were ready to present such 
information: in detail. 

Commissioner Aitchison asked each group represented to 
present testimony through as few witnesses as possible to 
expedite the progress of the hearing. 

Counsel for the railroads, Arthur C. Spencer, of Portland, 
first called H. J. Roberts, civil engineer for the Union Pacific 
System, to the witness stand. Mr. Roberts produced three maps, 
one of each state concerned, showing the bus, truck, and rail 
lines operating at present. The maps showed bus and truck 
lines operating throughout the more populated portions of the 
three states and connecting various isolated communities with 
each others, both where rail lines existed and did not exist. 

W. C. Smith, general tax agent for the Spokane, Portland 
and Seattle Railway, presented a statement of highway develop- 
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ment in the state of Oregon, showing that counties as wey 
as the state had been interested in road construction for a gseng' 
number of years. Counties had authorized bonds totalip paulage, 
$32,500,000 for road funds but had issued only $27,489,000 of oods 0 
the bonds. Before 1914, he pointed out, the counties hag ie dep’ 
issued but $400,000 in road bonds. Since that date a total of yided i] 
$75,288,000 had been spent, much of which had been raigeg “Lo 
by general taxation outside of the bonded funds. Five leading tifice 
Oregon railroads, the Spokane, Portland, and Seattle; Northerp ~ con 
Pacific; Southern Pacific; Northern Pacific Terminal Company: - be 
and the Oregon-Washington Railroad and Navigation Company. a put 
paid taxes amounting to $486,400 into-the various county treas. os m¢ 
uries in 1916. After the road building program got underway t Was 
however, they paid $985,772 per year into the same treasuries fentrl 


as taxes, he said. Oregon collected $3,699,000 in road taxes Th 
license fees, and gasoline tax in 1916, as compared to $17,478,000 fili 
in 1925. The records of the interstate bridge on the Pacific Lo 


highway, north of Portland, showed that busses carried 124,009 gee 
passengers over the bridge in 1924, as compared to 279,009 pt a 
passengers in 1925, he said. Privately owned automobiles ay di 
crossing the bridge were divided into three classes: one and 4 
two-passenger cars, three-to-eight-passenger cars, and over - 
eight-passenger cars. Of the first class over 300,000 crossed the he sr 
bridge in 1925, over 1,146,000 of class two, and 1,333 of ool 
class three. — 
J. C. Dodds, in charge of disbursements for the Oregon. — 
Washington Railroad and Navigation Company, said the rail- ge 
ways of Oregon and Washington have $202,000,000 invested 4 f 
in their passenger equipment and spent $7,301,000 in 1925 oes 
in maintenance work on it. He showed the cost per mile ang 
for operating 20-passenger busses in these states averages .06205. oe 
Within one hour after the hearing opened, the railroads ae 
had finished the testimony they had ready for presentation, ros! 
and the commissioner asked the bus and truck operators, asso- ar 
ciations, and other witnesses to submit information. It was ; 
decided to hear from the state departments first. t 
J. W. Hoover, state highway engineer for Washington, a 
told of the improving of 3,070 miles of road at state expense . ¢ 
from 1905 to 1925, inclusive. Of this total, 406 miles was a 


paved, 1,433 gravelled, 1,224 graded, and seven miles taken non 
up by bridges. In this period, a total of $50,149,000 was spent ove: 
in this work by the state. Of the total, $20,942,000 was raised 


through. vehicle and gas taxes during the last six years, 4 
$13,913,000 through highway taxation for 20 years, $8,546,000 len: 
through federal aid funds, $1,631,000 from permanent highway line 


taxation, $5,084,000 from county funds, and $33,000 through mis- Co! 
cellaneous sources. The various counties of Washington, he 


said, raised $130,874,000 for road purposes, using it to pave os 
1,612 miles and improve 9,417 miles of earth roads. A census of 
of traffic showed that 90 per cent of cars using these roads de: 
were passenger automobiles, 8 per cent were uncertified stages, 
and less than one per cent were certified stages. hi 
Charles R. Mayberry, director of licenses for the state an 
of Washington, testified that, in 1919, Washington had 1,010 
registered stages as compared to 581 in 1925. Fees received th 
totaled more in 1925 than in 1923, the year fees were first 
adopted. Mayberry said the drop in numbers of stages was due tl 
to the fact that larger and speedier stages were now in use. ti 
H. O. Berger, rate and traffic expert for the department of a 
public works of the state of Washington, presented a 27-sheet D 
pamphlet giving a detailed discussion of all forms of trans- A 
portation and their development in recent years in the state t! 
of Washington. Examiner Flynn said it was the most compre- C 


hensive document submitted before the commissioner as yet, 
and Commissioner Aitchison complimented Mr. Berger on the t 
preparation of it. The report was compiled in Mr. Berger's I 
department after several weeks spent gathering the material. ' 

Charts included in the report showed that the railways of 
Washington reached their height in-revenue and haulage in the | 
years 1919 and 1920, immediately after the world war. Since 
then the decrease has amounted to nearly 30 per cent in several 
instances. Nnmber of passengers carried by stages since 1922 
has nearly doubled, the report showed, but the revenue has 
increased to a lesser extent. 

The number of privately owned and operated passenger cars 
in Washington has steadily increased since 1916, according 
to a supplementary graph, while the total number of passengers 
carried by railroads during the period has decreased to a large 
extent, with the only hump in the graph coming during the 
post-war period. Another graph shows that the average num- 
ber of miles operated by the steam roads has increased slightly 
annually, while the average passenger miles per mile operated 
has ‘decreased rapidly. 

L. D. Conrad, director of the motor vehicle division of 
the department of public works, state of Washington, first 
witness to appear Saturday afternoon, told of the efforts to 
require all bus and truck lines to apply for certificates of 
convenience and necessity. The department had issued 465 
certificates, 232 of which were still in effect. Of the latter 
number, 16 were for lines carrying passengers only, 104 for 
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passenger and express haulage, six for passenger and freight 
paulage, 97 for freight only, and three for moving household 

ods only. Twenty-three certificates had been cancelled by 
the department as other means of transportation had been pro- 
yided in those territories. 


“Local conditions are the controlling factors when we issue 
certificates,” he said. “Examiners from our department study 
the conditions. We attempt to control companies so they will 
not be operated under ruinous competition or inconvenience to 
the public they serve. We attempt to make trade and rural cen- 
ters more convenient to the patrons of the bus lines. The state 
of Washington is serving a great social and economic need by 
controlling its motor vehicle transportation.” 


The motor transportation act in Washington provides for 
the filing of schedules for the approval of the department, Mr. 
Conrad said. Before the law was passed, 12 operators raced over 
one route to get ahead of each other and pick up the passen- 
gers awaiting them. Now only one operator serves this route 
and does it adequately. 

A check on several main roads near Seattle and Tacoma, 
he said, showed that 716 trucks used the roads in one day. 
Fifty-five were privately owned and operated for private pur- 
poses, 401 were used for delivering property where the sale 
price included the delivery, 188 were used as drays for haulage 
where the patron and operator bargained among themselves as 
to cost of haulage, and 82 were certified trucks. Of the group, 
the first class carried six per cent of the tonnage, the second 
class carried 44 per cent, the third class carried 26 per cent, 
and the fourth class carried 24 per cent. That is, over 75 per 
cent of the tonnage was carried on uncertified trucks. 

The auto transportation division is self-supporting with its 
gross income of $50,000 annually through fees it charges for its 
registration and service, the witness said. 

Commissioner Aitchison, Frederick M. Dolan, of the national 
automobile chamber of commerce, and counsel for the railroads 
queried Mr. Conrad at length regarding his opinion of the value 

state and federal control. 

. ur Conrad stated that federal control would be better than 
none, but he felt that state regulation would be an improvement 
over federal regulation due to the local contact possible. Asked 
if individual states could regulate interstate lines better than a 
federal body, Conrad said they could, in his opinion. When the 
length of the Seattle-San Francisco and Los Angeles-New York 
lines were pointed out to him, he reiterated his statement. 
Commissioner Aitchison suggested that one state out of twenty 
through which such a line might wish to pass might refuse to 
give the line a certificate, but Mr. Conrad felt that “good faith 
of the states could be depended upon to give the bus line a fair 
we if there were not bus and truck lines operating in 
his own state of Washington without certificates of convenience 
and necessity, Mr. Conrad admitted there were such. 

“The reason is that we have no power with which to stop 

hem,” he stated. . ; 
‘ Asked if his department had a means of checking up on 
the lines to see that none of them violated the tariff regula- 
tions, Mr. Conrad said the department often helps new oper- 
ators to start a set of books and, therefore, gets frequent op- 
portunities to inspect the books and check on the tariffs charged. 
Asked if there was a tribunal to which shippers could go if 
they felt themselves injured by some transportation company, 
Conrad stated he knew of none that could give relief. 

J. E. Jeter, secretary of state for Idaho, called to the stand 
next, said his state so far had no jurisdiction over motor trans- 
portation systems. The federal court, he said, had ruled that 
the state cannot tax interstate operations so bus lines use 
Idaho roads without repaying the state for the use of them. He 
cited an instance of a line operating between Spokane, ,Wash., 
and Lewiston, Idaho, which operates 11 miles over Idaho’s most 
expensive improved road. 

Idaho levies a 5 per cent tax on receipts by intrastate oper- 
ations, Mr. Jeter stated, but so far he doubted if more than 10 
per cent of the collectable taxes had been paid, owing to alleged 
faulty returns made by the operators. 

George Yost, Seattle, manager of the Yost Auto Company, 
operating a bus line out of Seattle, told of the drop in revenue 
his line has suffered in recent years, due he believes, to the 
increasing use of the private automobile. Additional equipment 
had been added to increxse the popularity of his line, he said, 
but it failed to do so. ~ 

A. C. Ellington, bus line operator of Des Moines, Wash., 
gave a similar report, telling of adding to his equipment and 
service without gaining in revenue business. He said he had 
ho other competition. 

J. M. Hutson, secretary and manager of the Oregon Motor 
Stage Association, produced four exhibits, showing that railroad 
passenger haulage and revenue both decreased over 40 per cent 
between 1920 and 1925. The number of passenger automobiles 
during this period increased from 103,790 to 191,932, while the 
humber of ‘bus lines and busses operated by the lines remained 
about stationary. Mr. Hutson introduced a list of 166 communi- 
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ties in Oregon “which are dependent entirely on motor trans- 
portation for passenger service.” 

Oregon, Mr. Hutson said, now has 335 miles of graded 
roads, 2,114 miles of macadamized road, 895 miles of paved 
roads, a total of 3,344 miles of improved road. These improve- 
ments were made at a cost of $92,000,000. Only 1,103 miles of 
Oregon roads are not improved. Railways paid 1.549 per cent 
of the cost of constructing and maintaining Oregon highways, 
he said. This money comes from the one-fourth mill property 
tax and co operation of railways. . : 

Highty-six stage routes are operating over 5,681 miles in 
Oregon, Hutson testified. These routes are operated over by 
396 vehicles. The average mileage of these routes is 66.05. Six- 
ty-one routes are directly or indirectly competitive with rail- 
roads. The average stage fare per mile is $.04297. The annual 
license fee for a 20-passenger bus is $177. The average gasoline 
tax per 20-passenger stage operating 50,000 miles is $214.29. 
The public Service Commission of Oregon receives $10 fee per 
stage. The total fees paid per stage averages $401.29 annually, 
Mr. Hutson said. 

Others called during the afternoon included R. W. Lemen, 
manager of the Oregon Stages, Inc.; George Bryant, manager 
of the Coast Auto Company, operating over 300 miles of bus 
routes in southern Oregon and northern California; and W. T. 
Crawford, manager of the Camas Stage Company and the Colum- 
bia Gorge Motor Coach Company. These operators explained 
operations of their lines, pointing out that their systems were 
not apparently thriving at the expense of railroads. 

The opinion that legislation controlling the use of state 
highways by commercial motor stages and trucks should vest the 
regulation of traffic over the roads in the hands of the various 
states, and especially with the state highway departments, was 
the most striking testimony given during the second day of the 
Portland hearing. 

This op-nion was expressed by E. A. Collier, engineer for 
the Oregon State Highway department, who charged that 90 
per cent of the damage to state highways came from heavily 
loaded trucks running on solid rubber tires, and that many 
of these were interstate carriers which escaped taxation or 
control by the state of Oregon. 

During the morning session, Mr. Collier presented a number 
of exhibits, including Oregon state highway data and a draft 
of a highway law to be voted upon in November. He was ex- 
cused from the witness stand then, so Commissioner Aitchison 
and Examiner Flynn and attorneys for different groups might 
study the contents before discussing it. 

The cross examination, in the afternoon, brought out the 
statement from Collier that the cost of highway construction 
is becoming greater each year with the increasing mileage, 
increasing traffic, and increasing weight of traffic. Yet, he 
pointed out, the highway department, which constructs and 
maintains the highways, cannot control in the kind of traffic 
that uses them. 

Mr. Collier produced figures purporting to show that the 
average passenger automobile pays about three times as much 
gasoline tax as trucks and buses. : 

Forty per cent of Oregon’s commercial trucks, Collier said, 
use solid rubber tires. Tests made by various highway bureaus 
prove that solid rubber tires deliver impacts from five to fifteen 
times the weight of the load, while pneumatic tires never de- 
liver impacts of more than two times the weight of the load, 
he added. 

Oscar W. Horne, manager of the Portland Auto Freight 
Terminal Association, questioned Collier’s remarks about solid 
rubber tires causing 90 per cent of the highway damage. Collier 
cited roads near Forest Grove, Salem and Jacksonville, Ore., 
as examples of roads badly damaged by gravel and logging 
trucks. Horne then charged the state highway department with 
not properly inspecting its road during the construction process, 
but Collier denied the statement. 

Horne stated that he doubted if trucks operating out of his 
terminal on schedules based on the state’s 12-mile-per-hour 
speed limit could be responsible for much road damage. Collier 
came back with “All trucks should be put on pneumatic tires 
and allowed to run 30 miles an hour to expedite movement, 
decrease the maintenance and construction costs, and increase 
the joy of motorists now inconvenienced by slow-moving 
vehicles.” 

The day’s session opened with the appearance of W. H. 
Somers, Seattle, traffic manager for various motor stage and 
electric line properties of the Puget Sound Power and Electric 
Company. He told how his company operated stage lines 
separate from any electric line, interchangeably with electric 
lines, and as feeders to electric lines. Motor stages are taking 
the place of interurbans, he stated, because stages could pick 
up passengers anywhere on their routes and drop them any- 
where. Stages also have a friendliness of personally-conducted 
tours that makes them more popular to patrons. 

Stage operation costs his company 20 to 25 cents per mile 
while steam railroad operation costs $1.50 per mile, approxi- 
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The yearly increases in the shipments of fruit and @farly 
resulted in a demand for increased facilities and to meet tfand 
fruit yard at Monmouth Street, Jersey City, as shown by ag@fnyin 
handling of juice grapes. 








This yard has 8 tracks with a capacity of 170 cars andffated 
tunnel under the Hudson River, now nearing completion, &cting 
. forms between the cars is 500 feet in length, 6 feet wide, affel w: 
| inspection of juice grapes. The driveways are concrete and simtly \ 
| The Monmouth Street Yard is supplemented by team trachke fc 
capacity for handling juice grapes 225 cars. 
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Auction Sale of Fruit Beneath the Thirteenth Street Viaduct 
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mately, he said. Stages have developed traffic in territory that 
never would be developed by railroads, he said. As an example 
of the popularity of stages, Somers cited the stage and rail- 
stage routes from Seattle to Mt. Rainier National Park. The 
former charges $15 for the round-trip, while the latter charges 
$10 for the round-trip. Yet, Somers said, the stages are most 
popular because they deliver patrons from the stage station to 
the park hotels without change of cars and give the patrons a 
larger amount of scenery. 


“The ultimate stage has not yet been produced,” he said. 
Exhibits showing rates, mileages, pictures of stages, and plans 
for a proposed new stage terminal at Seattle were introduced. 


Express carriage by stages was discussed at length. Rates 
of the Puget Sound stage operations are lower as a rule than 
those of the American Railway Express Company, Somers ad- 
mitted; “but,” he added, “patrons prefer the frequent service 
of stages to the more infrequent service of the rail lines.” 

Competition between stage companies has its effect, Somers 
said. When his company began operating between Portland 
and Seattle, it applied a rate of $6.50 one way, a rate eight 
cents below the current rail rate. After an interstate competitor 
began drawing patrons away from the Puget Sound company 
through a $5.50 rate, Somer’s company reduced its fare to 
meet that of the rival’s. 

Questioned by Frederick Dolan, Washington, D. C., Mr. 
Somers stated that if stages ceased operation to preserve the 
investment of steam railroads, not over 20 per cent of the pres- 
ent stage business would revert to the railroads. 

H. H. Cleland, attorney for Washington stage and truck 
operators, asked the commission to inspect the cost and source 
of funds used in constructing Washington state highways, noting 
the amounts paid in taxes by railroads and stages. Commissioner 
Aitchison ordered the figures prepared and presented at the San 
Francisco hearing later in the week. 


R. T. Whiting, manager of the Washington Motor Coach 
Company, said he operates 25 cars in central Washington, 
touching such cities as Yakima, Ellensburg and Wenatchee. 
His rates, he said, were above railroad rates as a rule. Stage 
service, he claimed, creates more business for the railroads in 
many instances by opening up new fields of trade and traffic. 
The private automobile, he believed, is the chief competitor of 
both stage and railroad. He admitted that there was tendency 
of stage companies to consolidate. 

R. A. Klein, state highway engineer for Oregon, presented 
maps showing the state highways of Oregon over which com- 
mercial freight trucks and stages operate, and pointed out which 
lines compete with railroads. The only state control, he said, 
was in regard to logging trucks. He said there was a heavy 
truck movement over the Pacific Highway south of Portland, 
especially at night when trains of three or four trucks with 
trailers often run. 

When the present road building program was initiated in 
1917, he said, the present heavy traffic was not anticipated and 
pavements were made lighter than at the present time. The 
federal government, he stated, has contributed about 10 per cent 
of the cost of Oregon’s roads. Of the 45,000 miles of highway 
in Oregon, the state highway department has jurisdiction over 
about 4,000. miles, while the various counties have charge of 
the rest. 

Benjamin F. Forbes, secretary of the Public Service Com- 
mission of Oregon, summarized the highway act of 1921, 
amended in 1925, and act to regulate motor vehicles transferring 
personal property or giving personal service for compensation. 
The bill, he said, was without enforcement qualities. Mr. Forbes 
explained that trucks are divided into seven classes in Oregon. 
In comparison with 1,030 registered trucks in 1921, he showed 
that there were 3,391 registered trucks in 1925. 

Thomas Meckelson, auditor for the Public Service Commis- 
sion of Uregva, produced statistics to show the extent of bus 
and truck operations in Oregon in 1925. 

A. S. Richardson, assistant traffic manager of the Union 
Pacific railroad, testified that his company does not grant passes 
or interchangeable fares with any stage lines except those in 
national parks. Counsel for the Spokane, Portland and Seattle 
Railroad Company said his road follows the same policy. J. G. 
Ryan, Seattle, testified as to the extent of business of his freight 
transfer business. 

John L. Bracklin,- manager of the Seattle Auto Freight 
Depot, Inc., explained forms used by the 103 operators using his 
depot. Each trucker, he said, furnishes liability and property 
damage bonds. One company does an interstate business, 
operating into Portland, where it interchanges freight with lines 
operating south of that city. Several operators do a pick-up 
business in connection with their regular routes. 

R. H. Culbertson, traffic manager for the Washington Motor 
Freight Association, presented the names of the various certified 
truck operators in Washington. He showed Washington truck- 
ing tariffs to be constructed after those used by railroads, with 
tariffs divided in regard to classes of trucking, routes, and com- 
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modities. A committee from his organization hears complaints 
and suggestions and makes recommendations to the Department 
of Public Works of Washington. 

Mr. Horne, who had previously queried Mr. Collier, told of 
the range of operations of the 79 lines running 175 trucks out of 
his terminal. Some of these operate 330 miles and into the 
state of Washington, doing a large interstate business. 

“Do you want regulation?” he was asked. 

“Yes,” he answered. 

“Which do you prefer, state or federal regulation?” 

“Under existing conditions,” he answered, “I believe states 
can give the best regulation, but after the business becomes stabi. 
ized, the federal government might be the best regulator. States 
through which interstate lines operate, however, ought to be 


able to get together in the formulation of legislation that wij 
be alike.” 


“Do you believe both intrastate and interstate truck lines 
should help pay for the highways?” 

“Yes, all should help.” 

The afternoon testimony was opened by. George W. DeLape, 
manager of the Interstate Coach Company, operating a line be. 
tween Spokane, Wash., and Lewiston, Idaho, giving the growth 
of his patronage from 4,493 in 1922 to 10,930 in 1925, and 7,396 
for the first seven months of 1926. 

W. C. Curtan, Portland, representing the Portland Traffic 
and Transfer Association, the National Industrial Traffic 
League, and the Portland Industrial Traffic Club, told some of 
the faults of the commercial trucking business, explaining that 
his statements were not for belittling the business but for im. 
proving it. 

Members of the shippers’ association represented by Mr. 
Curtan, he stated, use trucks for L. C. L. shipments within a 
radius of 300 miles of Portland to a large extent because they 
can get overnight service, whereas railroads require as long 
as three days for the same service. The cost is higher for 
trucks for the station-to-station hauling, but when door-to-door 
haulage is concerned the cost is lower. 

Faults with the service, Curtan said, lie in the truckers’ 
acceptance of any kind of packing, the frequent impossibility to 
get proper tracing of shipments, frequent discrimination between 
patrons and towns, and the absence of fixed freight rates which 
makes it difficult for merchants to quote prices to out-of-town 
patrons. Some lines have no systems of billing and collecting, 
and some are irresponsible in case of loss or damage to goods. 

“Personally I believe the Interstate Commerce Commission 
is the best body to regulate trucks and shipping by them,” 
Curtan stated. 

On cross examination, Curtan said his organization had re- 
ported truckers who failed to comply with the classification 
provided by the Public Service Commission of Oregon, but that 
body replied that it had no power with which to deal with such 
cases. 

Frank Ervin, captain of police, City of Portland, testified 
that truck and stage drivers obeyed city traffic regulations as 
a rule. Vehicles of this type use miles of city streets without 
helping to pay for them. 

A. F. Weaver, assistant motor bus inspector for City of 
Portland, said the congestion around the stage terminal at 
Yamhill and Park streets, Portland, was bad. “Stages leave that 
terminal at the rate of one every two minutes,” he declared. 

Mike Thornton, shipper from The Dalles, Ore., presented a 
statement that further regulation of trucks would work hard- 
ships upon both shippers and truckers. 

Carl S. Lima, Silverton, Ore., informed the Commission that 
the delivery of products from his flour mills depends wholly 
upon trucks, as railroad service to his community has been cur- 
tailed. He asked for no legislation that might curtail truck 
service there. 


The hearing adjourned at 3:45 p. m. 


MOTOR VEHICLE REGULATION 
Editor the Traffic World: 


With respect to motor vehicle regulation and especially as 
it would apply to contract carriers or private parties carrying 
their own goods: 

This would, of course, affect the farmer, truck gardener, 
milk gatherer, etc. If the private owner of a truck could not 
haul his own goods without regulation, why could not this also 
be applied to the owner of a pleasure car and, therefore, dis- 
courage his using his car to transport himself and family over 
the public highways without regulation? 


If I have busses capable of transporting this man and his 
family at a reasonable charge, should he not be regulated the 
same as he would be if transporting his farm produce or fac- 
tory products, to the end that he might find it economy to 
patronize my service and help me pay a reasonable return on 
my investment? 


San Francisco, August 4. 1926. 





H. B. TOOKER. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


sts taken from Reporters and of National 
st published oy West patlnnte Ce, St. Sod ee 
Copyright by West Publishing Co.) 





(Circuit Court of Appeals, First Circuit.) Circuit Court of 
Appeals cannot review findings of fact and pass on the weight 
of evidence and credibility of witnesses, but may only determine 
whether there is any evidence from which findings could have 
been made.—Camden Woolen Co. vs. Eastern 8S, S. Lines, 12 
Fed. (2d) 917. 

In action for loss of goods destroyed by fire on carrier’s 
wharf, evidence held to warrant finding that shipper had notice 
of arrival of wool and soap on wharf more than 72 hours prior 
io fire, as required by bills of lading.—Ibid. 

In action for loss of goods destroyed by fire on carrier’s 
wharf, evidence held insufficient to warrant finding that shipper 
had notice of arrival of oakite 72 hours or more before fire.— 
Ibid. 










Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


igests taken from Reporters and Digests of National Reporter 
- worn published by West Publishing Co., St. Paul, Minn. 


Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

(Court of Appeals of Ohio, Hamilton County.) In action to 
recover value of merchandise alleged to have been delivered to 
consignee by warehouseman without authority, evidence consist- 
ing of bills sent by plaintiff. to consignee and containing state- 
ment of its account and of telegram containing order for mer- 
chandise and invoices for shipment held properly admitted.— 
Lipman Refrigerator Co. vs. Baltimore & Ohio Warehouse Co., 
152 N. E. Rep. 686. 

In order that unauthorized delivery be held to have been 
ratified by consignor so as to relieve carrier or warehouseman 
from liability therefor, it must appear that consignor not only 
had full knowledge of situation, but that there was intent on his 
part to ratify such unauthorized delivery.—lIbid. 

(Supreme Court, Trial Term, New York County.) Where 
bill of lading, reciting that destination was “New York, N. Y., 

. for export Dock D, Weehawken, N. J., “provided that car- 
rier’s liability for fire loss occurring 48 hours after notice of 
arrival at destination, or port of export, should be that of ware- 
houseman only; held, that notice of arrival could not properly 
be given to change carrier’s liability until goods actually arrived 
at dock, and notice given when shipment arrived at point nearly 
five miles from dock was ineffective, notwithstanding it was 
within port of New York, and that shipment reached dock before 
notice was received.—Pillsbury Flour Mills Co. vs. Erie R. Co., 
216 N, Y. S. 486. 

Cars delivered on tracks alongside dock space leased by 
shipper held not “on or about” leased premises, within clause 
of lease whereby lessee assumed risk of loss by fire “on or about 
said leased premises,” so as to exempt carrier from liability 
loss by fire; “on or about” meaning anywhere or everywhere 
on, but not outside of, locus.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Court of Civil Appeals of Texas. Beaumont.) Testimony 
of shipper, in suit for tomatoes spoiled in transit, that a tele- 
gram from telegraph company said the tomatoes were spoiled, 
held hearsay and its admission error; there being no showing 
of the connection of the telegraph company with the defend- 
ants.—Gulf, C. & S. F. Ry. Co. vs. Hill, 284 8S. W. Rep. 594. 

Testimony of shipper of tomatoes in suit against railroad 
for their spoiling in transit, that report made by government 
inspector stated the tomatoes were rotten when they reached 
their destination, held hearsay and its admission error, where 
ig was no showing of inspector’s connection with railroad.— 

Court of Civil Appeals takes judicial notice that United 
States government relinquished the management and control of 
the railroads at midnight on certain date, and that the Gulf, C. 
& S. F. Ry. Co. was not under government control or operation 
four months later.—Ibid. ‘ 

In suit against railroad for loss of tomatoes rained on while 
awaiting delayed freight train, refusal to instruct that, if a per- 
Son of ordinary care would have covered the shipment and fail- 
ure to do so was negligence which caused the wetting, jury 
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should find that shipper’s conduct was the proximate cause of 
the loss, held error.—lIbid. 
CARRIAGE OF LIVE STOCK 

(Court of Appeals of Kentucky.) Carrier is not required to 
carry shipment of live stock through in shortest time, but only 
in reasonable time.—Cincinnati, N. O, & T. P. Ry. Co. vs. Gano 
& Burgess, 284 8S. W. Rep. 422. 

Evidence merely showing when live stock was shipped and 
when it arrived at destination, without proof of when it should 
have arrived in ordinary course of business, held sufficient to 
show shipment was not transported in reasonable time.—lIbid. 

In action against carrier for damage for failure to deliver 
stock within reasonable time, opinion testimony of stockman as 
to loss of weight on stock, held insufficient when standing alone, 
without proof of weight at point of shipment or destination, or 
how they were watered or fed after they reached destination to 
support verdict for damages.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


Cine Reporters and Metions) Bapestes 
agen Fv oy en Pustiening 20. St. Pau .M 
Copyright Co.) 


by West Pub’ 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Utah.) Provisions of Public Utilities 
Act (Comp. Laws 1917, Sec, 4775 et seq.) must be considered in 
light of purposes of act.—Gilmer vs. Public Utilities Commission 
of Utah et al., 247 Pac. Rep. 284. 

Public Utilities Commission may regulate operation of motor 
vehicle carriers, under Comp. Laws 1917, Sections 4798, 4820, 
~ and Section 4818, as amended by Sp. Laws 1919, ¢. 14,— 
Ibid, 

In exercise of police power, state can exclude from public 
streets or highways all vehicles transporting freight or passen- 
gers as common carriers.—Ibid, 

State can impose such conditions as it deems fair and just 
on those using streets or highways for transporting freight or 
passengers as common carriers.—lIbid. 

No one has inherent right to use public thoroughfare and 
streets as place wherein to conduct a private business.—Ibid. 

Permission to use public thoroughfares and streets as place 
wherein to conduct private business is subject to right to con- 
trol use in interest of public.—lIbid. 

Whether contemplated service of motor vehicle system, op- 
erating for profit, is beneficial or justified, rests exclusively 
with Public Service Commission, under Public Utilities Act 
(Comp. Laws 1917, Sec. 4775 et seq.)—Ibid. 

That individual operated stage line before Public Utilities 
Act (Comp. Laws 1917, Sec. 4775 et seq.) was adopted, did not 
give him property right which he could transfer without being 
controlled by act.—Ibid. 

That Public Utilities Commission granting individual cer- 
tificate of necessity and convenience to operate auto stage line 
in accordance with Commission’s rules did not in express terms 
forbid him to increase number of vehicles or number of trips, 
did not give him right to increase them without consent of Com- 
mission.—lIbid. 

When it appears to Public Utilities Commission that in- 
crease in number of trips by common carrier using highway will 
seriously affect ability of another utility, serving partly same 
territory and partly territory beyond, to render service, Com- 
mission may interfere to prevent such results.—Ibid, 

If orders of Public Utilities Commission are within its juris- 
diction and within reason and not capricious or arbitrary, court 
cannot interfere.—Ibid, : 

Public Utilities Commission held not to have exceeded its 
authority in modifying certificate of convenience and necessity 
to operate auto stage line, as certificate provided that parties 
operate according to regulations of Commission, and Comp. 
Laws 1917, Sec. 4831, expressly’ gave authority, and common 
carrier using public highway must act subject to right of Com- 
mission to regulate use.—lIbid. 

Common carrier using public highway, who desire to in- 
crease service, must obtain permission from Public Utilities 
Commission.—Ibid, 

Common carrier using public highways must have permis- 
sion from Public Utilities Commission, which determines extent 
and character of service.—Ibid. 

Common carrier using public highway is protected from in- 
terference by others desiring to use highway for same purpose. 
—Ibid. 

That order of Public Service Commission was irregular 
would not invalidate is under Comp. Laws 1917, Sec. 4820, pro- 
viding informality shall not invalidate order of Commission.— 
Ibid. 
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Public Utilities Commission’s refusal to permit auto stage 
line to increase service from one trip a week to one trip a day 
held not arbitrary or capricious.—Ibid. 

(Supreme Court of Oklahoma.) Private persons or corpora- 
tions owning industries within reasonable distances of the tracks 
of railways may secure the necessary side tracks or switches to 
accommodate their particular industries, whenever the amount 
of business reasonable to be afforded the railway is sufficient to 
justify the same, and said railway may be required to furnish 
the switch stand and frog and other necessary material for con- 
necting said side track or switch with the track of such railway, 
under such reasonable conditions and regulations as the Cor- 
poration Commission may prescribe.—Bromide Crushed Rock 
Co. vs. Dolese Bros. Co., 247 Pac. 74. 

The Corporation Commission has only such authority as is 
specifically given it by the Constitution and statutes.—Ibid. 

Railroad companies are quasi public corporations, created 
for the purpose of exercising the functions and performing the 
duties of common carriers. These duties are defined by law, 
and in accepting their charters they necessarily take with them 
all the duties and liabilities annexed thereto; and they are 
required to supply patrons similarly situated equal facilities for 
the transportation of all business offered, and to deal fairly and 
impartially with such patrons; and they have no right to con- 
tract with a corporation or an individual to give exclusive rights 
to the use of any portion of their general system of railway, 
which may be prejudicial to the other patrons or the public in 
general.—TIbid. 

Findings of fact of the Corporation Commission are to be 
regarded as prima facie just, reasonable and correct, but such 
presumption does not obtain where there is no competent evi- 
dence to support such finding.—Ibid. 

Where a private switch track is constructed from the tracks 
of a railway to a rock crusher near-said tracks, and all labor 
done and material used in the construction thereof is done and 
furnished by said private individuals, the Corporation Commis- 
sion is without jurisdiction to authorize another industry to use 
said tracks without tlie consent of the owner.—Ibid. 

The sale of a terminal switch by a railroad to the owner of 
the land over which it is laid does not violate any public obli- 
gation of the railroad.—lIbid. 

(Supreme Court of Oklahoma.) The liability of the carrier 
for displacement of cars in the process of unloading during the 
48 hours’ “free time” is governed by the rules set forth herein. 
The carrier will make a prima facie case for recovery of de- 
murrage, if it shows delay in unloading after the 48 ‘hours’ “free 
time.” The consignee will make out a prima facie defense 
against the recovery by showing displacement of the cars during 
the 48 hours’ “free time” equal to the delay. Then the burden 
shifts to the carrier to show that the displacement of the cars 
within the 48 hours’ “free time” resulted from the reasonable 
conduct of the carrier’s business at the station.—Garrison Coal 
‘Co. vs. Hines, Director General of Railroads, 247 Pac. Rep. 62. 

The question of the liability of the carrier for displacement 
of cars during the 48 hours’ “free time” is a mixed question of 
law and fact for the jury upon proper instructions of the court. 
—Ibid. 

The payment of a sum of money by the consignee for the 
transportation of a shipment of freight by a common carrier, 
less than the charge fixed by the published tariff rates for such 
a shipment, does not satisfy the charges as fixed by the tariff 
rate. 
has paid the full amount of the charge as fixed by the published 
tariff rate, and the common carrier accepts the same as full pay- 
ment either by mistake or intentionally.—Ibid. 

Record examined; held that it was reversible error for the 
court to sustain an objection to offer testimony undertaking to 
show the period of time the cars were interfered with by the 
carrier, through switching within the period of the 48 hours’ 
“free time” for unloading the shipment by the consignee.—Ibid. 

(Supreme Court of Montana.) Legislature may authorize 
board of railroad commissioners, public necessity appearing, to 
require carriers to construct spur tracks for public, although 
not for private purposes.—Chicago, M. & St. P. Ry. Co. vs. Board 
of Railroad Commissioners, 247 Pac. Rep. 162. 





WAGE STATISTICS 

Class I railroads reported a total of 1,808,728 employes as 
of the middle of May, an increase of 25,317 or 1.4 per cent over 
the number for the previous month, according to the Bureau of 
Statistics of the Commission. The total compensation was 
$246,537,234, an increase of $3,593,864 or 1.5 per cent as com- 
pared with the previous month. Compared with the returns for 
the Gorresponding month last year, the number of employes 
reported in May showed an increase of 2.3 per cent and the 
compensation showed an increase of 3.7 per cent. 

Compensation of freight engineers and motormen per loco- 
motive-mile increased from 8 cents in 1916 to 14 cents in 1925, 
according to the bureau. In 1920 the compensation reached the 
peak of 16.1 cents. The compensation of firemen and helpers, 
per locomotive-mile, increased from 5.1 cents in 1916 to 10.5 
cents in 1925. 
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Personal Notes 








___ ae 
President Coolidge has appointed William P. MacCr 


attorney of Chicago, to the position of Assistant Secrotechia 
Commerce in charge of aviation which was created by the ai 


commerce act of 1926. Mr. MacCracken served in the 4; 
forces of the United States in the war against Germany ° 
The following appointments have been made by the No 
folk Southern: C. H. Ware, assistant general freight oak 
Norfolk, Va., vice W. A. Marshall, resigned; H. V. Borjes. a¢ 
sistant to general freight agent, Norfolk, Va. band 
J. W. E. Trefz has been appointed general agent freight 
traffic department, for the Rock Island road, with headquarters 
eee ny gt Robert R. Seeds, deceased. ‘“ 
uther C. Fowler has been appointed passenger an i 
traffic agent for the Union Pacific System, with heeduuete 
at Redlands, Calif., vice H. P. Parker, resigned. " 
Howard F. Fritch, president of the Boston and Maine 
Transportation Company, has been appointed passenger traffi 
manager for the Boston & Maine Railroad. . 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Kansas City will hold its ann icni 
ual 

at Swope Park August 19. There will be a program of oan 

contests, music and dancing. 





The August luncheon meeting of the Traffic C 
lanta was held Tuesday, August 10, in the new eaten cae 
Club. An attractive musical program was rendered and the 
club was addressed by Dr. M. L. Brittain, president of Georgia 
Technical University. Dr. Brittain only recently returned from 
a tour of Europe and talked upon present-day transportation in 
Europe as compared with carriers in the United States. Dr 
Brittain gave his observations from the standpoint of a layman. 
A number of visiting members of the general committee South. 
peace ce SS ae which met in Atlanta on that day in- 

ing .general officers from vir i i 
ia RGU, Ghee aie irtually all transportation lines 





Through the courtesy of Harry Barrie, of the D i 
: q etroit & 
Port Huron Steamship Company, the Motor City Traffic Club 
of Detroit will hold its first annual moonlight outing on the 
rl gi en evening, August 16. Music will be 
i y the “Chicago Orchestra” of the D i - 
land Navigation Company. ae ae 





Mr. S. L. Kreider, well known Los Angeles steamship m 
who was the Chamber of Commerce Trade seueihentoner tl 
Japan, told of his trip to Japan at the recent meeting of the 
Women’s Traffic Club of Los Angeles. Miss Annabel Cromly, of 
the Transmarine Steamship Lines, was admitted to membership. 
President Emma A. Kentz presided, after an absence of several 


weeks, due to illness. The club is plannin i i 
Pismo Beach over Labor Day. ‘ ——— 





The Traffic Club of Atlanta, at its meeti 

[ : ' ng of July 30, 
unanimously ratified the resolutions adopted by the Assockala 
Traffic Clubs of America at its Dallas meeting in April. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended Jul 1 totaled 
1,102,590 cars—the record for any week thus Rag Oy en ac- 
cording to the car service division of the American Railway 
Association. For the corresponding periods of 1925 and 1924 
the loading: totaled 1,045,626 and 945,613 cars, respectively. 

" With the exception of a slight decrease in the loading of 
ive stock, increases were reported in the loading of all classes 


of commodities the week ended July 31 : 
preceding week. y 31, as compared with the 


Loading by districts the week ended July 31 
fe : i and for the 
corresponding period of 1925 was reported - follows: 


Eastern district: Grain and grain 
a : roducts, o ,400; 
Se ee 2,418 and 2,448; coal, 49,126 aa 48 339; on digg Py pes 
2.387; forest products, 5,039 and 5,585; ore, 5,846’ and 6,058;  mer- 
108 149. hetan * alae 72,892 and 71,057; miscellaneous, 109,082 and 
. - Spe 1926, 259,067; 1925, 249,336: 1924, 221,913. 4 : 

teieile ry district: Grain and grain products, 5,289 and 4,499; live 
r soamen: Seo and 2,304; coal, 48,419 and 46,345; coke, 5,206 and 4,309; 
CESS 000 an te ~~ Saas; Ore, 15,015 and 11,531; merchandise, 
228,425; 1925, 209,942; ‘1924, 190,836. Serene sever: Stel, SN 

ocahontas district: Grain and grain products, 409 and 341; live 
ty ny oe 269; coal, 45,467 and 39,662; coke, 619 and 385; forest 
produeta, ne me ore, 93 and 210; merchandise, L. C. L. 
1925, 54,596; 1924, 42.412. eae eee 
_ Southern district: Grain and grain products, 4,966 and 4,914; 
ive stock, 1,793 and 1,957; coal, 25,561 od 23,240; coke, 780 ‘and 
oT; forest. products, 22,507 and 23,752; ore, 1,484 and 1,350; mer- 
chandise, L, C. L., 39,583 and 39,852; miscellaneous, 52,122 and 49,- 
859; total, 1926, 148,796; 1925, 145,791; 1924, 131,487. : 

Northwestern district: Grain and grain products, 9,402 and 11,- 
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94; live stock, 8,396 and 7,003; coal, 5,413 and 7,041; coke, 1,571 and 
1,052; forest products, 16,153 and 15,668; ore, 48,128 and 40,313; mer- 
chandise, L. C. L., 34,226 and 33,643; miscellaneous, 44,491 and 42,155; 
total, 1926, 167,780; 1925, 157,969; 1924, 139,057. 

Central Western district: Grain and grain products, 24,084 and 
15,016; live stock, 9,447 and 10,364; coal, 13,465 and 13,412; coke, 
316 and 266; forest products, 12,636 and 11,670; ore, 4,006 and 3,511; 
merchandise, L. C. L., 35,334 and 34,704; miscellaneous, 62,917 and 
60,646; total, 1926, 162,205; 1925, 149,589; 1924, 151,625. ; 
Southwestern district: Grain and grain products, 7,881 and 4,763; 
live stock, 2,609 and 3,467; coal, 5,158 and 4,278; coke, 149 and 138; 
forest products, 10,163 and 9,627; ore, 821 and 664; merchandise, 
ec, L., oo eg — 35,712 and 38,948; total, 
2 79,477; 1 25, ’ ; ’ ’ = . 
Pr otal, all roads: Grain and grain products, 63,905 and 51,027; 
live stock, 27,061 and 27,812; coal, 192,609 and 182,217; coke, 11,441 
and 9,404; forest products, 72,004 and 71,533; ore, 75,393 and 63,637; 
merchandise, L. Cc. L., 261,233 and 255,586; miscellaneous, 398,944 
and 384,410; total, 1926, 1,102,590; 1925, 1,045,626; 1924, 945,613. 


Loading of revenue freight this year compared with the 
two previous years follows: 


aero 4466049 294-270 

mMve weeks in January......-e+. 4,432,010 F ‘ s . 
ae weeks in Webruaty........ 3.676.449 3,623,047 3,631,819 
Your weeks in March.......... 3°877.139 3,702,413 3,661,922 
Four weeks in April..........-- 3,795,837 3,726,830 3,498,230 
Sige weeks im MAY. ........c0ie- 5.142.879 4,853,379 4,473,729 
ieee weeks im JUMO.......0+-¢08 4112150 3,965,872 3,625,182 
Te weeks tb SUIE..<-.as50s0si 5.245.267 4,945,091 4,470,522 
AEE RRR: Aer, sa pe 30,281,731 29,273,581 27,655,674 





DISTRIBUTION OF REVENUES 


A compilation made by the Bureau of Railway Economics 
with reference to distribution of railway operating revenues of 
class I roads shows that, in 1925, 43.2 cents of every dollar of 
gross revenue was paid in salaries and wages, as compared 
with 44.3 cents in 1924. 

Locomotive fuel took 6.7 cents of every dollar of revenue. 
Materials, supplies and miscellaneous, including uncollectible 
railway revenues, took 18.9 cents of every dollar of revenue. 

Taxes took 5.8 cents of every dollar of revenue. Other 
items were as follows: Loss and damage, injuries to persons, 
and insurance, 1.7 cents; depreciation and retirements, 3.7 
cents; hire of equipment and joint facility net rentals, 1.7 cents. 

Total expenses and taxes, in cents per dollar of revenue, 
amounted to 81.7 cents, leaving 18.3 cents for net railway oper- 
ating income. 

Total operating revenues in 1925 amounted to $6,122,509,- 
865, as compared with $5,921,496,325 in 1924; $6,289,580,027 in 
1923, and $5,559,092,708 in 1922. 

The labor bill (salaries and wages, not including portion 
of payroll chargeable to capital account) amounted to $2,645,- 
842,864 in 1925, as compared with $2,624,618,637 in 1924; $2,785,- 
238,264 in 1923, and $2,468,454,036 in 1922. 

Total tax payments show a progressive increase. In 1922 
they amounted to $301,034,923; in 1923, $331,915,459; in 1924, 
$340,336,686, and in 1925, $358,516,050. 

Total expenses and taxes amounted to $5,001,429,226 in 1925; 
$4,947,659,123 in 1924; $5,327,624,570 in 1923, and $4,798,905,389 
in 1922. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended July 31 was estimated 
by the Bureau of Mines of the Department of Commerce at 
10,540,000 net tons, an increase of 390,000 tons over the revised 
estimate for the preceding week. Production of anthracite was 
estimated at 2,066,000 net tons, an increase of 126,000 tons over 
that in the preceding week. 

Carloads of coal originating on the principal coal-carrying 
roads the week ended July 31 amounted to 184,500 for bituminous 
and 50,942 for anthracite. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended July 31 totaled 825,660 net tons, of which 139,683 
tons were for New England delivery. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended August 1 totaled 1,048,586 net tons. Anthracite 
shipped from Lake Erie ports the’ week ended August 1 totaled 
147,365 net tons. 

: Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended July 24 were reported 
as follows: Bituminous, 2,616 cars; anthracite, 4,039 cars. 


LUMBER SHIPMENTS 


The Trafic World Washington Bureau 


The lumber industry continues active, according to tele- 
graphic reports received, August 12, by the National Lumber 
Manufacturers’ Association, from 360 of the larger softwood, 
and 127 of the chief hardwood mills of the country, for the 
week ended August 7. The 343 comparably reporting softwood 
mills show increases in production and new business, and a 
nominal decrease in shipments. In comparison with reports for 
the Same period a year ago, however, there was a slight increase 
In production and a decrease in shipments and new business, 
especially noticeable in shipments. 

The hardwood operations show production about the same 
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as that reported for the previous week, some decrease in ship- 
ments, and a good gain in new business. 

The following table compares the national softwood lumber 
movement, as reflected by the reporting mills of seven re- 
gional associations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
ee ee 343 334 341 
PYOGMCUOR 66s scccsee 238,581,468 235,287,744 228,844,913 
SHAMMOWES <0 o aces see 232,307,880 259,600,482 237,132,553 
Orders (New Bus.).. 241,826,980 255,453,296 229,478,991 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
thirty-one weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
| ee eer ee ears a 7,229,468,760 7,426,872,768 7,459,769,263 
TIED 9s sekh sacha 7,350,995,727 7,352,918,379 7,203,577,835 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of July 15 was 68.1, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
59.1; refrigerator, 81.1; coal and coke, 74.1; stock, 84.1; flat, 
74.7; others, 94.5. By districts the percentages for all classes 
of equipment were as follows: Eastern, 58; Allegheny, 75.7; 
Pocahontas, 66.6; Southern, 63.9; Western, 72.8. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of July 15, showed the fol- 
lowing: Eastern district, 96 as against 98 a year ago; Allegheny, 
102.2 as against 102.8 a year ago; Pocahontas, 84.6 as against 81.1 
a year ago; Southern, 95.1 as against 96.1 a year ago; Western, 
99.2 as against 99 a year ago; all districts, 97.7 as against 98.3 
a year ago; Canadian roads, 96.7 as against 94.8 a year ago. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period July 
23-31, inclusive, was 199,073 as compared with 218,627 cars in 
the preceding period, while the average daily shortage was 404 
cars; as compared with 284 cars in the preceding period, ac- 
cording to the car service division of the American Railway 
Association. The surplus was made up as follows: 


Box, 89,717; ventilated box, 975; auto and furniture, 14,104; total 
box, 104,796; flat, 3,569; gondola, 33,131; hopper, 23,654; total coal, 
56,785; coke, 1,913; S. D. stock 16,169; D. D. stock, 3,017; refrigerator, 
11,688; tank 248; miscellaneous, 888; total, 199,073. 

The shortage was made up of 161 box, 11 auto and furni- 
ture, 115 flat, 106 gondola, 8 hopper and 3 refrigerator cars. 

Canadian roads reported a surplus of 23,400 box, 1,300 S. D. 
stock, 900 refrigerator and 320 miscellaneous cars. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended August 7 totaled 23,681 cars as compared with 24,915 cars 
(revised) the preceding week, according to the Bureau of Agri- 
cultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 403 cars; cabbage, 130 cars; cantaloupes, 953 cars; cauli- 
flower, 5 cars; celery, 105 cars; cherries, 140 cars; cucumbers, 171 
cars; eggplant, 3 cars; grapefruit, 7 cars; imports, 12 cars; grapes, 
853 cars; green peas, 153 cars; lemons, 344 cars; lettuce, 771 cars; 
miscellaneous melons, 265 cars; mixed citrus fruit, 21 cars; mixed 
deciduous fruit, 469 cars; mixed vegetables, 719 cars; onions, 456 
cars; oranges, 942 cars; peaches, 7,468 cars; pears, 1,641 cars; 
peppers, 51 cars; plums and prunes, 416 cars; string beans, 8 cars; 
sweet potatoes, 81 cars; tomatoes, 425 cars; watermelons, 3,474 cars; 
potatoes, 3,207 cars. 


HEAT CLOSES COMMISSION AND BOARD OFFICES 


The offices of the Commission, the Shipping Board, and 
practically all other government offices, were closed Thursday 
afternoon, August 12, on account of the heat. The Shipping 
Board closed at one o’clock, and the Commission closed up 
shortly after two o’clock. The temperature for several days 
had been hovering around the 100-mark. 


SHIP SALES POLICY 


The Shipping Board, August 10, approved recommendations. 
of President Dalton of the Fleet Corporation that, with the 
exception of seven tankers to be held for use in fueling - 
Shipping Board oil burning vessels, the tankers still owned 
by the board be made available for sale. Approximately thirteen 
tankers will be placed on the market. 

The board authorized the advertising for sale of the tankers: 
Hampton Roads and Cecil County as steamers or for Diesel 
or Diesel electric drive conversion, and of ‘the tanker. District 
of Columbia for conversion to Diesel electric drive. The tanker- 
Hoven will be advertised for sale as a steamer. ' 

The tankers to be retained by the board are the Dilworth,, 
Salina, Stockton, Meton, Baldhill, Baldbutte and: Hagan. 

The board has been following the policy of chartering: 
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tankers not needed for ship fueling purposes but this practice 
brought protests from purchasers of Shipping Board tankers 
who met competition from the charterers. The argument was 
made, it is understood, that the board properly could operate 
tankers for its own purposes but that it was not fair to charter 
them for competition with private operators who had bought 
their tankers from the board. 


LINE NOT TO BE SOLD 


The Shipping Board announced this week it had decided 
not to offer for sale at this time the American Palmetto Line. 
An offer was made for the line but it was not regarded 
as adequate. 


OCEAN RATES IMPROVE 


The Traffic World New York Bureas 


The most important ocean freight development of the week 
has been the evidence of improvement in eastbound intercoastal 
traffic, as shown in the advance in lumber rates. One of the 
Luckenbach vessels has been placed in the trade at a rate re- 
ported to $14 a 1,000 feet, comparing with the low of $10.50 
and $11 in recent months. This is due not only to a revival 
in lumber shipments but to an unusually heavy movement of 
seasonal fruit products. The westbound situation is not so 
favorable for the steamship lines, as the steel tariffs are un- 
settled and there is danger of a disagreement on this commodity 
which will upset the entire westbound rate structure. 

The coal traffic continues to show strength. Fixtures are 
reported to the River Plate at $4.30 a ton, and to Genoa at 
$4 a ton. Additional business is reported in the sugar trade 
which has sent the rate from Cuba to North of Hatteras up to 
20 cents a 100 pounds. 

Rate adjustments in the Pacific trades will be considered in 
Quebec on September 13 when about 20 officials of the Pacific 
Westbound Conference will meet with 30 officials of the Atlantic 
Far East Conference to discuss tariffs for the first half of 1927. 

Through rates on cotton from Oklahoma to New England 
mill points via Houston and the Southern Steamship Co., effec- 
tive September 7, will result in all rates on cotton from Texas 
points higher than $1.50 per 100 pounds being reduced to the 
$1.50 level. Officials of the company state that this will con- 
stitute a rail-water-rail cotton rate several cents lower than 
the all-rail rate. Houston expects to handle more than 500,000 
bales of cotton during the approaching season, and a consider- 
able part of this will move by water to New England. 

The Levant Conference is granting term contracts on agri- 
cultural implements and machinery to May 14, 1927, at $12 per 
ton weight or measurement to Alexandria, Piraeus, Salonica and 
Constantinople, and $14 per ton to all outports. 

The Atlantic-Continental Conference will hold no rate meet- 
ing this month but will assemble again at Montreal the first 
Wednesday and Thursday in September. Recent changes in- 
clude the following rates on cotton and cotton linters to Ant- 
werp, Rotterdam, Amsterdam, Hamburg and Bremen to April, 
1927: on first class liners from Gulf ports 65 cents per 100 lbs. 
on cotton and 62% cents on linters; from South Atlantic ports 
the rate will be 57% cents on second class liners the rate on 
cotton from the Gulf will be 63144 cents and-on linters 61% 
cents sper 100 lbs.; from the South Atlantic on second class 
liners the rate will be 56 cents on 100 Ibs. 

Three items have been added to the intercoastal westbound 
tariff. Rubber pneumatic tires, carload minimum 20,000 lbs., 
75 cents per 100 lbs.; solid rubber tires, carload minimum 20,000 
lIbs., 50 cents per 100 lbs.; wool excelsior in machine press bales, 
carload minimum 20,000 Ibs., 80 cents per 100 Ibs. These rates 
are effective until October 31, 1926. 

With the departure last Wednesday of the steamship 
Eastern Planet as the first of the Shipping Board vessels for 
Australian ports since the consolidation of the American, India 
and the Atlantic Australian Lines under the management of the 
Roosevelt Steamship Co., Kermit Roosevelt, president of the 
line, said that he was “distinctly optimistic” on the future de- 
velopment of the services. This service to Australia is the only 
American flag line maintaining regular sailings. 

The ship charter market and also berth services have dis- 
played a firmer tone in the last few days, due to the imminence 
of the grain movement from the Gulf ports, a slight revival in 
Montreal business, and also to the fact that settlement of the 
British coal strike seems no nearer than a week ago. 

Among the local transactions have been shipments from 
New York to Antwerp at 10 cents a 100 lbs., New York to 
Glasgow at 2s 6d a quarter, and New York to Copenhagen at 
10 cents, all on berth vessels. Fixtures from the Gulf to Greece 
have been made at 24 cents a 100 lbs. for small vessels. 

The lines in the Levant Conference are inviting all foreign 
shippers to take out a term contract from September 1 to De- 
eeamber 31 under which the rate on flour shipped in that period 
to Alexandria, Piraeus, Salonica and Constantinople will be 32% 
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cents, with the usual higher differential to outports. Flour not 
shipped under contract will be charged at the rate of 40 cents 
per 100 lbs. during the last quarter of the year. 

The Pacific Coast Australian Bureau reports that the rates 
from the Pacific Coast to regular ports of call in Australia ang 
New Zealand on business originating in transcontinental teryj. 
tory on automobile parts, with or without the cars, will be $8 
per ton of 2,000 lbs., or 40 cubic feet. On automobile tires ang 
rubber goods the rate will be $12 per ton weight or measure. 
ment. 

The United Kingdom Conference has fixed the rate on tubs 
bowls, and pails, nested, including covers at $1 per 100 Ibs, 
store counters, wooden, set up in sections, 25 cents per cubic 
foot. ; 

The Levant, Black Sea and Adriatic Conference has fixeg 
the rate on pine oil to Alexandria, Piraeus, Salonica and Con. 
stantinople at $8.50 a ton of 2,240 lbs., and to Venice, Trieste, 
and Fiume at $11 per ton. é 

Lines to Porto Rico have changed commodity rates on about 
sixty articles, included generally in the following: feedstuffs 
increased 23 to 25 cents; packing house products increased 9 
to 30 cents; flour and cornmeal from 25 to 30 cents; all baseq 
upon 100 pounds. Furniture 14 to 17 cents, enamel ware 14 to 
20 cents, both per cubic foot. While there has been a general 
advance on iron and steel articles, bars remain at 26 cents 
per 100 lbs.; other close stowage iron and steel articles, such 
as sheets, plates, etc., have been increased from 26 to 30 cents 
per 100 lbs. On lumber from Gulf ports not exceeding eight 
by eight inches the rate has been increased from $14 to $15 per 
1,000 board feet, and lumber over that measurement from $17.50 
to $18.50. 

Considerable interest has been shown in local shipping 
circles in the action of the Interstate Commerce Commission 
in suspending until November 29 the application of higher com- 
bination rates on iron and- steel articles, carloads, moving from 
the Atlantic seaboard or Southeastern territories to Texas 
points. The suspended schedules would cancel the present 
storage in transit arrangements at Houston, Galveston and other 
Texas Gulf ports, under which carload shipments may be refor- 
warded to destination on the basis of the through rate from 
the point of origin to destination, plus two cents per 100 Ibs, 
transit charge. 


EXPORTERS OPPOSE TRADE BARS 


The Trafic World New York Burcan 

The American Manufacturers’ Export Association has issued 
a statement opposing various international practices and regula- 
tions, which it regards as unnecessary obstacles to the 
development of foreign commerce, following an analysis of 
replies to a questionnaire sent out to its members. The infor- 
mation thus gathered is to be used by the American section of 
the International Chamber of Commerce in its efforts to facilitate 
trade between the United States and other countries. 

A total of about 120 so-called obstacles are listed by the 
association. One of the most importance is said to be the 
investigations by American customs agents into the costs of 
manufacturing abroad. The restrictions are summarized under 
the following heads: Unreasonable customs regulations and 
tariffs; discriminating customs regulations; arbitrary import and 
export regulations; tax discriminations and legal barriers; gov- 
ernmental and private monopolies; patents and trademarks; 
parcel post; advertising matter and samples. Specific hindrances 
are given as follows: 

High protective tariffs on goods not manufactured in Latin- 
American countries. 


One hundred per cent duty on imports of clocks and fountain 
pens by Japan. 

American customs agents’ investigations abroad to determine 
costs of goods by inspecting books of foreign firms. 

Unreasonable customs regulations of Brazil, Chile and: Venezuela. 

Requirement of detail weights of each class of material in a ma- 
chine motor, etc., by France and South American countries. 

A = aaa special restrictions on certain types of boxing used 
as crates. 


Excessive fines imposed for petty errors in declarations for cus- 
toms purposes. 

Fines imposed by Venezuela for grouping and the boxes containing 
the same kind of goods and the like declaration, merely because one 
box weighed more than another. 

Fines imposed by Venezuela for packing in one box materials 
taking different classifications, although the consular invoice showed 
the gross and net weights of the different materials, and it being 
found impracticable to pack the materials separately because of the 
small sizes and weights. 

Possibility of confiscation of goods by Venezuelan customs au- 
thorities for missing a minor detail in a complicated set of regula- 
tions. 

Exorbitant duties on chewing gum by chicle producing countries. 

A fine by Columbia of $1,700 because of slight delay in forward- 
ing documents, 

Imposition of a fine of $450 by Argentina on a shipment valued 
at $137, and one of $7 on a package worth $26 because of slight delay 
in forwarding documents. 

Charging tariff duties on gross weight of package instead of on 
legal weight. E 

Inability to send “to order shipments’ to Dominican Republic, 
Venezuela and Colombia. : 
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August 14, 1926 


Import duties, surtaxes and other taxes payable at time of im- 
portation on automobiles, 

Australian customs duty of 60 per cent on can making machinery, 
dectric tools and other types of machinery not produced in its ter- 
cessive duty on printed stationery in rolls for autographic 
systems by Canada, Australia, Union of South Africa, Newfound- 
ood other British possessions, Argentina, Mexico, Brazil and Uru- 

y when such rolls are not conflicting with any that their local 
printing industries can produce. 

Treatment of mixtures of cotton and silk as all silk by Colombia, 
Chile and other South American countries in assessing duties. 

Classification of essentials as luxuries and charging higher and 
often prohibitive duties, 

Portugal’s non-printing of full details of duty surtaxes, thus mak- 
ing it difficult to estimate landing costs. 





DEPENDENCY ON IMPORTS 


“The popular belief that the United States is a self-sustain- 
ing nation receives scant support from records of the nature 
and quantity of foreign products imported,” says a statement 
issued by the Shipping Board. “Analyses of the Bureau of Re- 
search, United States Shipping Board, indicate that our re- 
sources include sufficient grain, petroleum, cotton, coal, iron and 
copper to supply our needs for consumption and use in manu- 
factures, and we must depend upon foreign countries for either a 
large part or all our needs in practically every other major com- 
modity we consume or utilize in our manufactures. Rubber, tea, 
coffee, silk, manganese, potash and nitrates are examples of 
necessities Which we are compelled to import from foreign 
lands. Four-fifths of our sugar is imported. ‘Notwithstanding 
our great production of vegetables, we find it necessary to sup- 
plement our garden products by annual imports of nearly 800,000 
tons of foreign grown vegetables. Our consumption of imported 
fruits and nuts approximates 2,000,000 tons annually. The prod- 
ucts of our seemingly inexhaustible forests are exported to all 
regions of the earth, but we receive in exchange woods not 
available in our own forests, the volume of wood imports being 
approximately 75 per cent of the quantities exported. Our paper 
industry is dependent upon Canadian pulp wood, of which we 
import about 1,500,000 tons per annum. Europe, Asia, Africa, 
Australia, Central and South America, East Indies and West 
Indies all contribute to the total of more than 3,200,000 tons of 
foreign grown woods which we require annually.” 


MOVEMENT OF GRAIN EXPORTS 


Shipping Board vessels carried 105,827 tons of grain out of 
Gulf ports for European and United Kingdom destinations in 
July, Fleet Corporation officials said this week. There were 13 
additional sailings of Shipping Board vessels in July under the 
program for handling grain exports adopted by the board after 
President Coolidge had suggested that the board put on suffi- 
cient ships to move the exports of grain. Twelve additional 
sailings are scheduled for August. 


PORTS OF HAWAIIAN ISLANDS 
The Trafic World Washington Bureau 


The board of engineers for rivers and harbors of the War 
Department, in cooperation with the bureau of operations of 
the Shipping Board, has issued a report on the ports of the 
territory of Hawaii, constituting No. 17 of a series of reports 
on the ports of the United States. t 

The report covers the ports of Honolulu, Hilo, Kahului and 
Nawiliwili. The commerce of these ports is given in detail for 
a period of years, and the origin and destination of the traffic 
of the islands is shown by tables and maps. The waterborne 
commerce of the nine principal ports of Hawaii in 1924 
amounted to 2,831,000 tons. This is equivalent to more than 
eleven tons per capita. 

The principal shipments from the islands consist of sugar, 
pineapples and molasses. Shipments of these three commod- 
ities to the United States in 1924 amounted to 818,000 long tons 
out of total shipments to the continent of 847,000 tons. Re- 
ceipts from the United States were 897,000 long tons, the largest 
movements being in petroleum, lumber, grain, and iron and 
steel. 

The foreign trade is not extensive. In 1924, the total im- 
Ports amounted to 155,800 long tons, and the exports to 4,800 
long tons. Cement is obtained from Norway and Belgium, ni- 
trate of soda from Chile, and miscellaneous commodities from 
Australia and the Orient. 

An important inter-island trade is carried on principally 
between Honolulu and the smaller ports of the islands, some 
of which do not have vessel sailings direct to the continent. 
Honolulu thus not only serves the island of Oahu, but is the 
Principal point of accumulation and distribution for the entire 
territory. It receives large quantities of sugar and lesser quan- 
tities of Pineapples, coffee and other local products from the 
smaller ports of the islands, and ships to them building mate- 
Tials, provisions, fertilizers. and miscellaneous manufactured 
Products. 

The terminal facilities at the principal ports, constructed 
by the Board of Harbor Commissioners, are of modern type and 
are being extended to meet the increasing requirements of 
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commerce. The harbor improvements by the United States, 
which have been planned and carried out by the Corps of En- 
gineers, have permitted the use of larger vessels at Honolulu, 
and have contributed to the commercial development of Hilo 
and Kahului. Nawiliwili is a new port, with a small commerce 
at present, but after completion of its harbor is likely to be- 
come the chief port of the Island of Kauai. 


NEW MORGAN LINE STEAMER 


To signalize the fiftieth anniversary of its service, the 
Morgan Line is having built, at Kearney, N. J., a 12,000-ton 
oil-burning passenger and freight steamship. When the new 
ship, the name of which has not as yet been selected, goes into 
service, the line will have over 139,000 tons registered. 





MERGER ACTION DEFERRED 


Action on proposed merger of the Black Diamond and Cos- 
mopolitan Shipping Board freight services in the north Atlantic 
has been indefinitely postponed. The subject has been stricken 
from the docket of the board but the Fleet Corporation will 
make a study of the proposed merger. 


SIX CENT GRAIN REDUCTION 


The Traffic World Washington Bureau 

Arguments for and against the suspension of Minneapolis & 
St. Louis and Soo Line tariffs proposing a six cent cut in the 
all-rail rates from nothwestern Minnesota, North Dakota and 
Montana to Trunk Line and New England territories, are ex- 
pected to reach a climax on August 15. That will be ten days 
before the effective date of the Minneapolis & St. Louis sched- 
ule. By that time the Commission rules require all data to- be 
on hand. The Soo Line tariff, I. C. C. No. 6052, making a line 
cut via Duluth-Superior, Sault Ste. Marie and the Canadian Pa- 
cific has September 2 as its effective date. 

In volume, the protests requesting suspension probably will 
exceed the arguments in support of the proposals. The laboring 
oar in opposition is expected to be pulled by the neighbors of 
the Minneapolis & St. Louis and the Soo Line, particularly the 
lines east of the gateways, although those between the Twin 
Cities and Chicago and between the Twin Cities and Duluth- 
Superior are not expected to be shy or tongue-tied. 

Thus far documents on the subject or notices of documents 
that are in process of preparation, in addition to those men- 
tioned in the Traffic World, August 7, have been received by the 
Commission from the Board of Railroad Commissioners of North 
Dakota in behalf of the rates and the Board of Trade of Kansas 
City, Albert Schwill & Co., maltsters of Chicago, and the New 
Orleans Joint Traffic Bureau, in opposition. In addition the 
Commission men handling the subject have been told eastern 
and southwestern milling interests will put in protests request- 
ing suspension pending investigation. None of the documents 
or notices of documents cause any surprise. The fight has been 
such a long one that the position of nearly every person or 
organization suspected of having an interest has become fairly 
well known to his or its neighbors. 

The North Dakota commissioners believe the reductions will 
be of benefit to the farmers of that state, who, in 1924, produced 
and shipped a surplus of 3,334,467 net tons of wheat and last 
year repeated with a surplus of 3,312,636 tons, in that they will 
increase market competition and a bidding for wheat the North 
Dakota farmers have to sell. 

The Minneapolis Traffic Association and the Trunk Line 
Association, it is believed, will be the leading organizations in 
the fight. F. B. Townsend, traffic director of the traffic associa- 
tion, was formerly the traffic head of the Minneapolis & St. 
Louis, so he knows the fight from all angles. The Trunk Line 
Association, it is indicated from New York, is in touch with 
Missouri river interests, which, unless their carriers promise 
like reductions, are expected to fight the proposal to the last 
extremity. 

Minneapolis milling interests, frankly, are trying to get 
back some of the business they assert they lost on account of 
the mal-adjustment caused by percentage increases incident to 
the war period and the disproportionate increase in expenses 
as between all-rail and rail-and-water transportation. The Min- 
neapolis & St. Louis, being in need of traffic and revenue, is 
willing to go along with the Minneapolis millers. The Minne- 
apolis Traffic Association has put out a detailed review of the 
proposed rates, the existing rates and its understanding of the 
history of efforts made, since 1920, to give the Minneapolis 
millers a better rate adjustment. Some of the assertions in that 
statement, it is understood, will be sharply controverted, not to 
say contradicted, by the eastern carriers when they file their 
understanding of what are the facts as to the effort that failed 
in 1924. 

Alleging unfair practice on the part of the Minneapolis & 
St. Louis and the Soo Line in proposing a six cent reduction in 
rates on grain and grain products from northern Minnesota, 
North Dakota and Montana to the east, and futility of such a 
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move to accomplish the end in view, the Central Freight Asso- 
ciation, the Trunk Line Association and the New England 
Freight Association have asked the Commission to suspend the 
tariffs, which, if. not suspended, will become effective August 25, 
in so far as the Minneapolis & St. Louis publication is con- 
cerned, and August 28 in so far as the Soo Line tariff is con- 
cerned. 

The specification as to unfairness is founded on the fact, 
as the protestants claim, that they notified the publishing lines, 
November 18, 1925, that they were unwilling to concur in any 
change at all and specifically in any change such as proposed at 
the conference of the eastern and western lines, held at Chicago 
on that day. Notwithstanding that notice, the protestants as- 
sert ,the proposing lines, using the blanket concurrences which 
all railroads exchange, issued the tariffs purporting to show the 
protestants as concurring in the proposed reduction. 

“The filing of these tariffs is, in the circumstances,” says 
the protest, “an unwarranted violation of the understanding un- 
der which general concurrences for the publication of joint 
rates are exchanged by carriers, which exchange presumes that 
each issuing carrier will respect the rights and exipressed opin- 
ions of its connections in the issuance of joint rates involving 
such connections.” 

Outlining the history of the matter, the three associations 
which asserted they were speaking for or on behalf of all the 
participating carriers shown in the tariffs they desired suspended, 
said the reduction in these rates, in connection with which 
the eastern railroads had notified the western roads they were 
unwilling to concur, had been under consideration for several 
years, during all of which time the eastern roads had insisted 
that the question be docketed for discussion with the public. 
They asserted that after the public hearings had ‘been held the 
conference in November, 1925, was held and the conclusion 
reached that there should be no change and the notice of un- 
willingness to concur had been served by the eastern lines. 


The protestants assert that their rates on grain and grain 
products conform to sound and approved methods of rate 
making; that the eastern lines have consistently maintained the 
so-called reshipping rate adjustment, on grain and products re- 
ceived from western lines at the gateways, under which the 
charges of the eastern lines are uniformly applied from the 
gateways to a given destination and do not vary according to 
different origins of such grain or grain products. They said 
the reshipping basis had been operative for years, with a most 
wholesome effect in securing the uniform application of rates 
and had had the complete approval of the Commission, 

“The proposed rates would cause nation-wide disturbance,” 
said Robert N. Collyer, the writer of the protest on behalf of 
the three associations. He said they would cause a reduction 
of six cents in a territory served by the petitioners in which the 
consumption of flour was estimated to exceed 30,000,000 barrels 
and in which there was also a large consumption of coarse grain. 


“This consuming market, only served by your petitions,” 
continued Mr. Collyer, “is a highly valued prize which is eagerly 
sought by the millers and grain shippers throughout the great 
grain producing sections of the middle and western states, in- 
cluding millers in the east who grind western grain.” He con- 
tinued: 


It is represented to your petitioners by the grain interests other 
than Minneapolis that the reduction proposed by_the Minneapolis 
& St. Louis Railroad and the M., St. P. & S. S. M. Ry. will seri- 
ously reduce the ability of other producers to compete with Minne- 
apolis in the great consuming markets of the east. If this reduction 
is made by the carriers, you petitioners are on notice that there will 
be a demand by all competitive producing markets to obtain a 
corresponding adjustment, and this would inevitably draw in the 
consuming markets in central and southern territories as _ well. 

Such demands, if successful, would leave Minneapolis relatively 
where it now stands and the net result would be a severe loss to 
the carriers without offsetting benefit to anyone. 

The reductions proposed are not designed to inure to agricul- 
ture. Fundamentally the Minneapolis interests are seeking this 
reduction on grain and the products of grain, from the territory 
from which the rates on grain to Duluth are the same as to Minne- 
apolis, and because, as they allege, Duluth and eastern millers who 
buy in Duluth are able to market the grain and grain products to bet- 
ter advantage because of the water transportation available from Du- 
luth. Thus it appears it is because of the alleged advantage of one 
markét in being able to ship out by water that another market wishes 
to have an opportunity of shipping at water competitive rates by 
all-rail. It does not appear that the farmer, who customarily re- 
ceives what the grain will bring at a given primary market, less 
the freight to the market, is to obtain the benefit of the reductions 
proposed in this case, but it is represented to your petitions that 
these reductions will inure to the benefit of one milling: center and 
to the corresponding disadvantage of all other milling centers in 
mers 1, wm to the common consuming markets served only by your 
petitioners. 


“The proposed rates would seriously injure lake lines in 
disregard of the policy declared by Congress in the transporta- 
tion act,” the petition said. Mr. Collyer said the petitioners, by 
reason of the close contact with their lake line conditions, knew 
of the difficulty with which those lines were profitably operated 
and had reason to believe that the reductions would necessitate 
a like reduction by the lake lines to maintain their petitive 
position, and that such reduction would seriously cripple, if in- 
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yrs it did not compel, the discontinuance of lake line 
10n. 

“It is alleged by grain interests expert in the applic 
transit rules,” said Mr. Collyer, bringing up a matter no 
fore brought forth in this case, “that the rules operativ 
neapolis, although recently revised, have not been 
definitely protective as to insure the applicaion of this or 
tional tariff (the Minneapolis & St. Louis) only to the grat 
products of grain originating in that territory and from wae 
the rates to Minneapolis and Duluth are the same. If ther es 
substantial ground for this allegation, then the benefits accel “1 
to Minneapolis would not be limited to its territory of com a 
pe with ress but would extend to other fields as to which 

ere is no allegation of advanta isi roximi 
the great lakes.” oc ieipngiiagen — 

The protestants submitted that this was a situation in which 
the Commission should apply the power given it by the law t 
protect “a rate structure calculated to produce a fair retell 
as it did in Trunk Line and Ex-Lake Iron Ore rates, 69 I. C. ¢ 
589. In that case it said that “to upset or seriously to menace 
a general structure lawfully established suffices to make pro- 
posed rates calculated to effect such disruption unreasonable 
and unlawful.” 

The petitioners also gave notice that they would demand 
their regular reshipping rates from their western connections 
They also asked the Commission to suspend any other tariffs 
— as these as might be filed without further request from 

em. 

Expéctations as to the variety of expressions on the pro- 
posals of the Minneapolis & St. Louis and the Soo Line to make 
a reduction in rates on grain from northern Minnesota, North 
Dakota and Montana were not realized. On the contrary, indi. 
viduals on each side seemed to have taken the production of 
the leading interest on that side and used it as a model for fur. 
ther protests asking for suspension and petitions asking that 
the tariffs be permitted to become effective. In fact, some of 
the protestants seemed to be of the opinion that it was neces. 
sary to follow the language of the model protest rather closely. 

The Montana Board of Railroad Commissioners. favoring 
the tariffs, said the production of wheat in that state this year 
would be about 75,000,000 bushels, an increase of about 24,000,000 
over last year. It said that while it might not have all ‘the 
facts surrounding the establishment of the reduced rates it 
would appear, nevertheless, that they conformed to the spirit 
of the Hoch-Smith resolution and consequently afforded, in a 
measure at least, some benefit “which your honorable Commis- 
sion is called upon by the resolution to render, if possible, u- 
der your investigation in docket No. 17000.” 

} Buffalo interests placed their protests upon the Commis. 
sion’s file August 11. They were represented in the Corn Ex 
change, Inc.; Millers’ Traffic Committee of Buffalo; New York 
State Millers’ Association; and the New York State Feed Man- 
ufacturers’ Association. Their protest was aimed only at the 
tariff of the Minneapolis & St. Louis. They said they had not 
been able to obtain a copy of that tariff but they said they un- 
derstood it proposed a reduction of six cents in the overhead 
all-rail rates. They asserted their belief that the purpose was 
to give their Minneapolis competitors an advantage in _ the 


highly competitive markets of the Trunk Li J . 
land associations. a 


Rail-and-water rates, they pointed out, were four cents 
lower than all-rail and that the rail lines affected by the oil 
posal, in many instances, were parties to joint rail-and-water 
rates. The Buffalo men said that the all-rail lines which were 
parties to the joint rail-and-water rates would have to reduce 
peng A baie anol to ie the six cent cut and that such action 

cipants in the rail-and-w : 
latter down with the all-rail rates. ee 

The proposed rates, the Buffalo people asserted, were ur 
reasonably low in their relation to the rates applicable on their 
competitive traffic; that they failed utterly to give proper con 
sideration to the conditions within the milling industry in the 
‘United States, especially in the Buffalo and Minneapolis mill 
ing centers; that they were designed to give an unfair advat- 
tage to the Minneapolis competitors and would give such unfair 
advantage should they be allowed to become effective; that 
their effectiveness would inevitably compel reductions via other 
lines, not only in the all-rail rates but in the joint rail-lake and 
rail package freight rates-on grain and grain products, agai 
to the advantage of Minneapolis; that they would give rise to 
undue and unreasonable preference and prejudice and that they 
could, in no way, benefit any industry except the Minneapolis 
grain dealers and millers to the great injury of the protestants. 


Among other protestants are the following: Milwaukee 
Western Malt Company, Milwaukee; Cereal Products Company: 
Manitowoc; Daniel W. Wechsler & Sons, Milwaukee; Columbia 
Malting Company, Chicago; Hales & Hunter Company; North 
western Malt & Grain Company; Interstate Malt Company; 
Safeseed Company, Inc.; and Grain & Malt Company, Chicago; 


Manitowoc Malting Company; and Chilton Malti ny, 
Chilton, Wis. alting Compap} 
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August 14, 1926 


Notice that if the six cent reduction on grain and grain 
products proposed by the Minneapolis & St. Louis and the Soo 
Line is permitted to become effective it will withdraw its steam- 
ship service from Lake Michigan at once has been served on 
the Commission by the Rutland-Lake Michigan Transit Com- 


pany. It would withdraw, it said, because the new all-rail rates 
would be lower than the rates over the rail-and-water routes. 

This notice was part of its review of the situation that 
would be created by the establishment of the proposed rates in 
the course Of which the Commission was also advised that it 
had permitted foreign steamships to enter the coastwise trade, the 
reference, it is believed, being to the sixth section permission 
the Commission has given to a Canadian line forming part of a 
differential line from New England to the middle west via 
Canada and the great lakes. It said the final blow to the Amer- 
jean shipping interests on the great lakes would be the estab- 
lishment of the low rates proposed by the two railroads. 

The steamship company’s letter was placed in the file of 
petitions for and against the proposed reduction, although it 
did not ask for the suspension of the tariffs. In part, the tran- 
sit company said: 


The effect of the establishment of such rates would be to make 


the through rates, all-rail, from Minneapolis on a less basis than the 
lake-and-rail rates, thus taking away from the steamship lines trad- 
ing to Lake Michigan the only eastbound business they have. Such 
rates, if adopted, would also present the unique situation of rail car- 


riers having a less rate than water carriers between. two points. 

Whether or not the Commission is aware that the adoption of 
such rates would absolutely preclude the continuance of steamship 
lines on Lake Michigan we do not know, but wish to state that if 
such rates are made effective we shall discontinue our steamship 
service to Lake Michigan at once. 

The Interstate Commerce Commission has now authorized and 
approved the establishment of foreign owned steamships operating 
in our coastwise trade in competition with American ships, and we 
have differential all-rail routes operating in competition with our 
ships on rates that are so close to the steamship rates as almost to 
preclude the possibility of our being able to operate at all. The final 
blow would be the general establishment of eastbound rates now on 
all-rail basis that would be less than lake-and-rail basis. That would 
be a fitting climax to the steamship business in Lake Michigan. 


The letter, which has been classed as a protest with a re- 
quest for suspension was signed by A. C. Sullivan, as president 
of the transit company. 

The Minnesota Railroad & Warehouse Commission has filed 
an argument in support of the proposal of the two railroads 
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mentioned. It said the tariffs were filed for the purpose of 
affording some relief to the milling industry of Minneapolis 
but that it had to be borne in mind that whatever rate was 
made out of Minneapolis would be of equal benefit to the mills 
north and west of the Twin Cities, as the rate to the eastern 
destinations, all-rail, is made up of the local rates to the Twin 
Cities plus the rates from the Twin Cities to final destinations. 
Nor, said the Minnesota body, would the benefit of the proposed 
reduction be confined to the Twin Cities and to the points 
north, but it would also be reflected in the rates out of the 
southern Minnesota mills, on the wheat bought in Minneapolis 
and stopped to be milled in transit at mills in the southern 
part of the state. 

“That the southern Minnesota mills need some prompt as- 
sistance, if they are to live,” says the Minnesota commission, 
“ig evidenced by the fact that a mill with a reasonably large 
capacity, located at Wesaca, Minn., has recently been com- 
pelled to close. Beyond this, however, is the benefit which this 
commission believes would accrue to the grain producers of 
this state by the proposed reductions, as it would hardly fail 
to be reflected in a better market for the coming wheat crop.” 

The Minnesota body said that because of its supervision 
of the grain trade it had intimate knowledge of the handicap 
under which the milling business of the state had been carried 
on, because of what it considered the maladjustment of the 
rates on flour and grain, all-rail, as compared with lake-and- 
rail. It said that that situation, of course, was rendered still 
more complex by the port to port rates on which wheat was 
moved from Duluth to Buffalo. It brought out a point not made 
by another body in this matter. 

That point is that the moving of the milling business from 
Minneapolis was drying up the supply of cattle feed for the 
dairy herds of the state. It said the rate adjustment had al- 
ready curtailed the available supply of mill feed in that terri- 
tory, “because of the large amount of milling now carried on 
at Buffalo,” to the hurt of the dairy interests in Minnesotta. 

The Commission said it believed the proposed rates would 


‘stimulate the all-rail movement of flour to some eastern terri- 


tory and would give the proposing lines some much needed 
revenue and would at the same time permit of the operation 
of the Minnesota flour mills at a somewhat higher capacity 
than at present, the estimate being that the Minnesota mills 
were operating at only 50 per cent of capacity. It said that 
the rate adjustment had already deprived the St. Paul-Chicago 
lines of a large amount of very desirable tonnage and that if 
allowed to continue, it would ultimately result in the practical 
destruction of the Minnesota milling industry, to the great 
detriment of the grain market and the grain growing territory 
and the Twin Cities and Chicago. 

The Southwestern Millers’ League and the Kansas Millers’ 
Club, asking for a suspension of the tariffs, treated the case 
as one between what they described as the two great milling 
and wheat producing centers of the country, namely, the north- 
west and the southwest. Both produce hard wheat, the north- 
west spring wheat and the southwest hard winter wheat. The 
flours, however, it said, were almost identical and competed 
keenly with one another in all the markets of the United States 
and the world. It said the milling capacity was 220,575 in 
the northwest and 185,245 barrels in the southwest. The pro- 
duction of wheat since 1916, they said, had gone from 209,000,000 
bushels down to 152,000,000 in 1925 in the southwest while 
in the northwest it had gone up from 119,000,000 in 1916 to 
208,000,000 bushels in 1925. Their table shows a peak production 
of 305,000,000 bushels in the southwest in 1919 and a peak pro- 
duction in the northwest of 230,000,000 bushels in 1922. 

They went into statistics of that sort on various phases 
of the subject, including rates and the fact that the carriers 
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proposing the cut were parties to rates from- Missouri River 
and other southwestern markets to the east and then said that 
the proposed rates, if permitted to become effective, would 
create the grossest sort of discrimination against their members, 
the localities in which they were located and the wheat pro- 
ducing territory from which they procured their supplies of 
wheat and would accord undue preference and advantage to 
competitors located in the northwest and the wheat producing 
territory from which they drew their wheat. 

There may be a hearing on the question of suspension of 
the tariffs, but at the time this was written the chances were 
against it. The protestants desired it, but those handling the 
subject could see no reason for any information other than that 
given in the written documents, hence unless they can persuade 
those having charge of the suspension proceedings in their 
earliest stages to change their minds, there will be none. 


MARITIME RATE INVESTIGATION 


The Traffic World Ottawa Bureau 


The Royal Commission appointed to investigate the 
situation of the Maritime Provinces within the Canadian con- 
federation began taking evidence towards the end of August, 
and will continue doing so for several weeks. By far the 
largest proportion of the time of the commission has been 
directed to hearing complaints regarding freight rates and the 
operation of the Canadian National in the Maritime Provinces. 
It was contended, at the session at Halifax, July 29, that the 
principle underlying the Crows Nest pass agreement schedule 
should be applied by fixing westbound freight rates on the basic 
products of the Maritime Provinces; that a general differential 
should be set up covering all westbound traffic on the basis 
of a complete blanket on all Maritime points based on a St. 
John-Montreal rate equal to the Toronto-Montreal rate, and 
that the arbitraries existing prior to 1914 should be restored. 

Other points stressed were that, for the purpose of fixing 
rates, operating costs of the additional 250 miles built into the 
Intercolonial as a result of military considerations be disre- 
garded; that local rates be fixed at Moncton and all tariffs be 
issued from that point; that certain charges now made against 
the Atlantic region be assessed against the Canadian National 
system as a whole and, in general, that the Intercolonial end 
of the Canadian National system be operated “on the basis 
promised at Confederation,” permitting a free interchange of 
products between the Central and Maritime Provinces of the 
Dominion, due regard being had for the geographical handicaps 
under which eastern Canada labors. 

Counsel for the province of Nova Scotia claimed that 
Canadian National officers, instead of seeing that freight, not 
otherwise specified as to routing, be routed through Canadian 
ports as required by statute, persistently endeavored to secure 
Canadian business for American ports on account of the shorter 
rail haul, and said he would produce witnesses to substantiate 
the charge. For years, he said, the Canadian National had made 
Portland the winter port. He declared that central Canada was 
content to use Portland so long as they were assured of a rail 
route to the sea in Canadian territory in the event of the loss 
of the bonding privilege. In the meantime, he said, the Mari- 
timeg suffered, and he declared the question was whether or 
not it was to be understood that Portland was to be Canada’s 
winter port on the Atlantic, or if Halifax or St John should be 
the winter ports. 

The main case for the Maritimes was presented by F. C. 
Cornell, a freight rate expert employed for the purpose, who 
has been engaged in getting up the case for some months. One 
of his main contentions was that the deficit charged against the 
Atlantic region of the Canadian National was due, in large 
measure, to the low rates enjoyed into the Maritime Provinces 
by shippers in other parts of the country. He added that the 
“huge deficits of the Atlantic region’ was propaganda emanat- 
ing from railways and members of parliament in order to dis- 
courage any endeavor to secure more equitable rates. 

He stressed the necessity for the differential rate over the 
National Transcontinental Railway as one of the correctives 
that should be applied in an endeavor to give to Halifax the 
grain traffic necessary properly to balance the trade of the port. 
He pointed out how the arbitrary advances made in town tariff 
and standard mileage rates had affected Nova Scotia, and why 
the relative basis in effect prior to the amalgamation of the 
Intercolonial with the Canadian National system should be re- 
instated. Another feature, he said, was the gradual elimination 
of competitive transportation companies from the province 
which he contended had had a serious effect on the port and 
the whole province. He contended there had been parliamentary 
interference in rate making through the “tying of the hands” 
of the Railway Commission, instancing the reinstatement of the 
Crows Nest agreement. 

He said a different basis of rates on domestic traffic should 
be established lower in the case of westbound than of eastbound. 
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He declared the Canadian railways were offsetting geogra 
in the New England states and not according similar treatmey 
to the Maritime Provinces. In dealing with arbitraries, ,, 
declared that these so far as the Maritime Provinces were ¢gp. 
cerned, were away out of line as compared with those of 1914 
The arbitraries to western Canada were 127 per cent of the 
1914 basis, while those to Chicago rate points were 249 pg 
cent of the 1914 basis. He gave several instances of arbitrarjg 
in other parts of Canada that had remained constant for 4 
years. 

Declaring that final control of the situation had passed fron 
the Maritimes to Montreal, he filed as an exhibit a tariff whiq 
had advanced rates in the Maritime Provinces, and pointed oy 
that this tariff was marked “reduction” whereas it should haye 
been marked “advance,” in accordance with the terms of the 
railway act. It had been issued on seventeen days’ notice, jp. 
stead of thirty days, as required by statute. The advances were 
made without consulting shippers in the Maritimes, and ing. 
cated “an utter lack of appreciation on the part of the Montreg| 
officials.” He contended that an effort should be made to fy. 
nish the port of Halifax with an even flow of tonnage, inwards 
and outwards, twelve months ‘in the year. 

Witnesses who dealt with specific instances of rate dis. 
crimination said that it cost 50 per cent more to land molasses 
in Halifax today than in 1914, by water, and cost 56 per cent 
more to land it in Sherbrooke, Quebec, the six per cent being 
due to increased rail rates. It was admitted that it was costing 
the railways a great deal more to move freight than in 1914, 
but witnesses still held that the rates should be restored to q 
commodity rate basis approximating the 1914 level. It was 
contended that ships of the Canadian Government Merchant 
Marine were carrying molasses to the ports of Montreal and 
Quebec at non-paying rates and so further enabling the mer. 
chants of central Canada to compete unfairly with those of 
Nova Scotia. 

In St. John, it was contended before the commission, that 
while it cost $1.41 per hundred to ship canned sardines by rail 
to Vancouver, it cost $2.12 to ship the same product to points 
this side of the Rockies. This latter rate enabled the packers of 
Norway to compete successfully on the prairies, since the rate 
from Norway to the prairies via Panama was 54 cents less than 
the rate from St. John overland. 


CANADIAN RAIL EARNINGS 


The Trafii: World Ottawa Bureay 

The statements of the two Canadian railways for the month 

of June and the first half of 1926 are very satisfactory. In the 

case of the Canadian Pacific, it was the second greatest half-year 

in the history of the company, the gross being more than ten 

millions greater than the first six months of 1925 and less than 

six millions below the record figures of 1920. Net, for the first 

half of 1926, was the best since the corresponding period of 
1918, being nearly double the net of the 1925 period. 

: The increase in net for June was only slightly below the 
big increase recorded in May, being the second greatest since 
last September, and both gross and net were the largest for 
the year to date. It was the second greatest June gross in the 
history of the company, being second to that of June, 1920, by 
less than a million dollars. The net showing was the best for 
any June since 1919. The following are the gross earnings, 
working expenses and net profits for June and for the six months: 


Dhy 





June 1926 1925 
oC cotta eee cece eee eee ees sceeesseeceeeees $15,533,968 $13,464,647 
orking Expenses ...........ceccscesescees 12,706,864 11,880,196 
DS enw octagon sw care Sie Oeaets oe ane ae 2 0 5 1,450 
q Six months: see aphaaete x 1.0 
DOU CCINGM bon tle We qr'nghes neevbdecteevee eer ved 85,227,786 75,155,819 
SITING ieciinks Soden lacicacduitoces ae ercaee MET 38173 
Cpa Re are Seen Sekar ee ware $13,956,687 $ 7,797,646 


The statement for the Canadian National showed an increase 
of $11,114,314 or 296.99 per cent in net earnings for the first 
six months of 1926, as compared with the same period last year. 
The statement also shows the highest gross for any first half 
year since consolidated system figures were set up in June, 1922, 
and the highest gross and net for any June since that time. 

For the first six months’ period ending June 30 in each 
year, net earnings and operating ratios were as follows: 


Net Operating 

Earnings Ratio 

PO: . Ga dibinn’s. 46 em ode Cael s chwngewetor anes ees ee eek $ 2,869,596 102.82 
EME. Gabis. 55's. med niek gol week apse euliien women ecient ncaa te 1,591,357 98.63 
BRE Ww pane 4, c/o 05-60 Ho Des CURRY Tes eit p bed bes Gawen 2,629,430 97.71 
UAE: Seen Cite ve dieidebivedad gp Ven eee oe seis lees Ese 3,742,346 96.48 
RG iaibicteS 2higie ss baby dagen on iven Gs na co Sereth oekorcae 14,856,661 87.72 


For the half year, June 30, 1926, gross earnings were $120, 
989,008, as against $105,543,743 in the first half of 1925, an 
increase of $15,445,265. Operating expenses were $106,132,347, 
as compared with $101,801,397 in the first half of 1925. Net 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 


. A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 


. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


. An office in the city of Washington where you 


will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 


TRAFFIC WORL 


TRAFFIC BULLETIN = 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 


THE TRAFFIC WORLD 


SPEED and ECONOMY 


when you ship 
via 


The Port of Houston, Texas 


we Rk 


er miles closer by WATER 
to the vast markets of the 
Ci Southwest— 


Served by SEVENTEEN RAIL- 
ROADS reaching every COMMON 
POINT in Texas and extending the 
HOUSTON RATE ADVANTAGE into 


Louisiana 
Oklahoma 
Arkansas 
New Mexico 
Arizona 
Colorado 


The whole story is told most graphi- 
cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 


In Picture, Text and Tariff. 


THIS BOOK IS FREE 


| a ae 


Address 


The Director of the Port 
5th Floor Courthouse 
HOUSTON TEXAS 
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earnings for the first half of 1926 were $14,856,660, as against 
$3,742,345 during the corresponding period of 1925. 

The summary for June shows gross earnings of $22,303,899, 
as compared with $18,204,662 in the same months of 1925, an 
increase of $4,099,237. Operating expenses in June, 1926, were 
$20,362,821, as against $18,637,038 in June, 1925, an increase of 
$1,725,783. Net earnings in June, 1926, totaled $1,941,077 as 
against an operating deficit in June, 1925, of $432,376, a better- 
ment of $2,373,453. The operating ratio in June this year was 
91.30 per cent as compared with 102 per cent in June, 1925. 

Gross earnings of the Canadian Pacific for the month ending 
July 31 were $5,323,000, an increase compared with the same 
period last year of $572,000. Earnings of the Canadian National 
for the same period were $7,408,639, as compared with $7,059,027, 
an increase of $349,612. 


CANADIAN CAR LOADING 


The Traffic World Ottawa Bureau 

Car loadings, for the week ending July 24, showed a decrease 

of 1,002. Grain decreased 999 cars, lumber 131 cars, ore 229 
cars, merchandise 199 cars and miscellaneous freight 274 cars. 
Increases were in coal 920 cars, live stock 189, and other forest 
products 35 cars. Compared with the same period in 1925, grain 


decreased 564 cars, coal increased 4,426 cars, and there was a 
total increase of 8,353 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
For the Week Ended— 





















































July 24, July 17, July 25, 
Commodities 1926 1926 1925 
Grain and Grain Products............. own ee , 2,386 2,099 
Live Stock 829 891 
OS a ee Ss eee 4,523 1,010 
EE id nities wedie cad hedet de chicbbhithdbeowens 175 239 
SE chedbutinde bese kde daiinne vnc deie @Kee: 3,078 2,895 
Pulpwood 2,144 2,304 2,187 
SE BN ck octce dct det cores edivacde - 124 2,113 1,791 
eeeer POCSSE ProGucts. o..6sceccvccceess 1,364 1,338 1,176 
ththRetecuss chaGreigs #o% eed ese ec sieves 1,166 1,425 980 
IN, re Baiecnes «46000 odveeseés 12,482 12,536 11,093 
RE EE Se ere 11,673 12,034 10,364 
TOCA Care TREO. 6s oc ccccceccecsucs 42,201 42,741 34,725 
Total Cars Received from Connections 34,948 33,752 31,243 

WESTERN CANADA 
Grain and Grain Products............ee0. 1,953 2,722 2,574 
ING 3.000 Ow'e66.0006Ns svn cartinceesuates F 1,118 1,004 1,156 
EY SS aN bd 45's eal wo Gao Xcur hedineeetebaews 1,074 925 932 
Taek qatecerd’ne eb deheteicevied' ues ee.eeds wadiouios 32 40 22 
ND a Sa ad Ktics edcd-e Glew. e biboi0'eeda 4 Sebiaiaas 1,274 1,225 1,087 
EE ia Sis e ndlin abiew eG 00.6 60s views wee 203 183 248 
ON ER OO aR 193 191 111 
Other Forest Products 1,299 1,290 1,501 
MG 0d oCbs +o hed «020-60 sve oeesic 791 761 474 
IR, A, OE Nn, bu-c.odele'd 66-5 0.60%0-0ne 4,450 4,595 4,346 
RS ee ae ene 4,663 4,576 3,722 
WOCRE Cara TORE, . ccicccccssscccccces 17,050 17,512 16,173 
Total Cars Received from Connections 2,999 2,649 2,786 

’ TOTAL FOR CANADA 
Grain and Grain Products............ secoe 4,500 5,108 4,673 
Live Stock 2,022 1,833 2,047 
dete vaeeOh raven osexewekeaunes 6,368 5,448 1,942 
_... RES Sees 205 215 261 
MN ais waccdn's Sone 4,172 4,303 3,982 
Pulpwood neces cape 2,487 2,435 
I Oe ae Mateus 2,140 2,304 1,902 
Gebar TPUrent Products... occ ciccccccecccccs 2,663 2,628 2,677 
DL Cth ibd chive da Vacgats cceiiae coed swbsee 1,957 2,186 1,454 
i Ria Ch, Biles v0 5¥00 esd seeeaeudc 16,932 17,131 15,439 
IS 6 don 6 aib 4.055. 63.08% 0 ore ¥ 0c be seos 16,336 16,610 14,086 
eo De ee ee eee 59,251 60,253 50,898 
Total Cars Received from Connections 37,947 36,343 34,029 

CUMULATIVE TOTALS TO DATE 

1926 1925* 
Grain and Grain Products...........see+% 196,560 168,760 
Lave BtOCK. .cccccccccccccccsccccccccoccccce 57,357 63,039 
SEL Sicadldeducebeeedine oe teesn s6Cehe0 cess 143,749 93,089 
SE cb nc.cbst C6 e+bvew sures crrehinde cope bedes 11,073 7,987 
BMMADSE oc cciescvecs ELevEKdb a cebetE ener vest 104,423 101,311 
I ak Ls a Chines vale ¥6 60b60 tbe enue os 86,894 85,020 
Pulp and Paper........... onanes 72,500 59,790 
Other Forest Products..... settee Gine'e rents 95,124 85,757 
Oi ai scb cde deeeereecedrcocecceceesredocece 46,075 38,244 
SUNN, GAC. Bacic ccccccuseesenesess 462,007 436,286 
MiscellaneouS.......seeeeeecsceeeeeeecncees 388,401 339,048 
Teted Cave TeORRGRs o6 oe Sickcccsisve dese 1,664,163 1,478,331 
Total Cars Received from Connections 1,075,558 958,536 


*Corrected. 


CANADIAN CANAL TRAFFIC 
Freight traffic on the Welland and St. Lawrence canals in 
June was the heaviest in any month since those canals were 
opened. Despite the late opening this year the total traffic 
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to June 30 was greater than in 1925 by 21,136 tons on the 
Welland, and 62,165 on the St. Lawrence canals. The heayy 
wheat movement, amounting to 8,127,570 bushels through the 
Welland, and 8,008,000 bushels through the St. Lawrence, was 
the big factor in the large tonnage. Soft coal showed a decline 
through both canals and pulpwood also was lighter. 

Traffic through the Canadian and American locks at Sault 
Ste. Marie aggregated 12,910,113 tons, which was 1,996,417 tongs 
greater than for June, 1925, but not a record tonnage. Wheat 
shipments amounted to 33,936,214 bushels, an increase over 
June, 1925, of 18,241,589 bushels, but 9,753,644 less than in May 


of this year. Iron ore was 441,808 tons and soft coal 803,897 
tons heavier than in 1925. : 


BRITISH COLUMBIA RATE DEMANDS 


The Traffic World Ottawa Burca 


The Railway Commission has been in British Columbia tak. 
ing evidence with respect to the claims of that province for 
adjustment of the freight rates structure. The demands of 
British Columbia are as follows: First, complete elimination 
of the mountain scale on all rates; second, a reduction of the 
rate on domestic grain to the level of export grain; third, that 
the railways be compelled to live up to the letter of the order 
of the Board directing exrort grain rates to be equalized between 
east and west; and fourth, that express rates be reduced. 

At the hearing in Vancouver, counsel for the Canadian Na- 
tional declared that any reduction in freight rates in British 
Columbia would seriously affect the revenue of the Canadian 
National and at the same time add to the burden of the people 
of Canada as a whole. Counsel for the province declared this 
pronouncement as “most extraordinary,” and said that if it re. 
flected the policy of the directors it was time they were changed, 
The counsel, Mr. McGeer, also applied for leave to prosecute 
President E. W. Beatty, vice-president McInness, and Director W. 
N. Tilley of the Canadian Pacific Railway, for refusal to obey 
the orders of the Board to equalize the export rates on grain and 
flour. 

This is the fourth time the Commission has listened to the 
arguments from British Columbia on this matter of rates, the 
agitation having become active after the completion of the 
Panama Canal and the commencement of a big grain movement 
to the Pacific Coast. 





CANADIAN RAIL ACCIDENTS 


The monthly report of the Railway Commission for June 
shows a total of 213 railway accidents, involving 272 persons. 
Out of these 36 were killed and 236 injured. The greatest num- 
ber of casualties involved those not riding on trains. They were 
distributed as follows: Passengers, one killed and 18 injured; 
employes, 8 killed and 154 injured; others, 27 killed and 65 
injured. Highway crossing accidents, 29 in number, accounted 
for 10 of the deaths and 42 injured. Out of the crossing acci- 
dents, automobiles were involved in 25, with 10 killed and 39 
injured. 

A resolution, urging all organizations now working for 
elimination of railway crossing accidents to continue their efforts 
was passed at the annual meeting of the Brotherhood of Loco- 
motive Engineers at Winnipeg on July 29. Publicity and 
continued warning to motorists were suggested. Old members 
of the order declared that although railroad travel for passengers 
and crews had been made 100 per cent safer by standardization 
of equipment, air brakes, etc., taking the death chance at railway 
crossings was an unknown thing in the past. 


CANADIAN BOARD ORDERS 

The Board of Railway Commissioners has passed the follow- 
ing orders: 

Rescinding order 37396 which suspended Note “B,” page 2, 
of Supplement 22 to Canadian National tariff C. R. C. No. E-838, 
providing that rates on crushed stone from Hagersville be ex- 
clusive of switching at said point: 

Authorizing Canadian National to open for traffic that por- 
tion of the China Clay branch mileage 9 to 11.83, Quebec; 

Authorizing Canadian Pacific to open for traffic that portion 
of its Amulet to Dunkirk branch from mileage o to mileage 
46.04; 

Recommending for sanction book of rules for government 
of operating department of Pere Marquette Railway. 


CANADIAN DINING CAR CREWS 


The replacement of colored dining car crews with white 
crews on the Canadian National main line, between Montreal and 
Toronto will in all probability be referred to Canadian National 
Employes’ Board of Adjustment, according to A. R. Mosher, 
president of the Canadian Brotherhood of Railroad Employes. 
Mr. Mosher interviewed President Thornton in Montreal and 
asked for reinstatement of the colored crews. Sir Henry would 
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Lehigh Valley Service 
To 












SE er 
The Lehigh Valley’s Black Diamond, Chicagoan and Chicago Express offer 
convenient service from Pennsylvania Station, New York and Reading 
Terminal, Philadelphia. 


Daily Service Westward 


The Black The Chicago 

; Diamond Chicagoan Express 

Lv. New York (Penna. Sta.).. 8.50 AM 11.50 AM 6.20 PM 
Li TR 63 30s co ees SS 9.24 AM 12.24 PM 6.55 PM 
Liv. FREI, no eee ns 9.20 AM 12.40 PM 6.15 PM 
Ar. Chicago-....... (next day)(m)8.25 AM (ce) 2.50 PM (m)9.05 PM 

Daily Service Eastward 

LA, See i oc ce (m)10.00 AM (c)12.45 PM (m)3.10 PM 
Ar. Philadelphia ... (next day) 9.25 AM 5.03 PM 8.08 PM 
Ar. Newark ....... (next day) 9.48 AM 5.12 PM 8.14 PM 


Ar. New York (sz") (next day) 10.20 AM 5.45 PM 8.47 PM 


m—Via Michigan Central R. R. (Michigan Central Station.) 


c—Via Canadian National-Grand Trunk Rys. (Dearborn Station). 
All Time Shown is STANDARD TIME. 


Direct Route For reservations in New York, phone Wisconsin 4210; in 
to Niagara Philadelphia, Rittenhouse 1140; in Chicago, Wabash 6570 
Falls 


Lehigh Valley Railroad 


CtheRoute of The Black Diamond 
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not agree to this, but said that suitable provision would be made 
in other branches of the system for the displaced men. The 
colored employes have taken steps to have the whole matter re- 
viewed by the board of adjustment at its next quarterly meet- 
ing on August 16. The replacement order was issued in June 
by the general superintendent of the department affected. 


ALBERTA RAILROAD OWNERSHIP 


Full ownership of the Edmonton, Dunvegan and Central 
Canada Railways now rests in the Alberta government, which 
will deal with other interests for their future operation or 
operate them as a public enterprise. The ownership rights were 
secured by the final settlement of the claim of the Royal Bank 
of Canada. The government has also given notice to the Cana- 
dian Pacific Railway of the intention to terminate the existing 
arrangement under which the C. P. R. is operating the freight 
and passenger service on both lines. 


Digest of New Complaints 





No. 15052, Sub. No. 1. American Live Stock Commission Co., et al, 
vs. Oregon-Washington Railroad & Navigation Co., et al. 
Unreasonable rates and charges on cattle and sheep and lambs 
from points in Oregon, Idaho and Washington to Omaha, Nebr., 
Kansas City and South St. Joseph, Mo., to the extent that they, 
prior to June 22, 1926, exceeded maximum distance rates found 
reasonable in No. 15052—American National Live Stock <Assoc., 
et al., vs. Oregon-Washington Railroad & Navigation Co. et al., 
109 I. C. C. 622. Asks reparation, and application of rates pre- 
scribed in No. 15052. 
No. 17159, Sub. No. 5. Southern Kansas Grain and Grain Products 
Assoc., Wichita, Kans., vs. Santa Fe et al. 
Rates and charges in violation of sections 1 and 3 of the act; 
on grain and grain products when shipped via unreasonably cir- 


cuitous routes through Kansas City, Mo.-Kans. Asks rates for 
the future. 


No. 18066, Sub. No. 1. Marshall Cotton Oil Co., et al, Marshall, Tex., 
vs. A. & V., et al. 

Charges in violation of sections 1, 3 and 13 of the act, on fer- 

tilizer and fertilizer materials from Gulf ports and other pro- 


ducing points in Texas, Louisiana, Mississippi and Alabama to « 


points in Texas. Asks rates for the future. 
No. be ig Sub. 1. Empire Refineries, Inc., Tulsa, Okla., vs. Santa Fe 
et al. 

Rates in violation of sections 1, 2 and 3 of the act, on gas oil 
from Ponca City, Okla., to Albany, Texas. Asks rates for the 
future, and reparation. 

No. ag — No. 2. Skelly Oil Co., Tulsa, Okla., vs. Missouri Pa- 
cific et al. 

Unreasonable rate and charges on wrought iron pipe from Slick, 
oe, to Madison, Kans. Asks rates for the future, and repara- 

on. 


No. 18540, Sub. 1. The City of Wilber, Neb., vs. C. B. & Q. et al. 
Rates and charges in violation of the first four sections of the 


act, on coal from points in Kansas to Wilber, Neb. Asks rep- 
aration. 


No. 18571. San Diego Oil Products Corp., San Diego, Calif., vs. San 
Diego & Arizona, et al. 


Rates and charges in violation of section 1 of the act, on cot- 


tonseed from Indio and Coachella, Calif., to Potash, Calif. Asks 
reparation. 
No. aa Ames Shovel & Tool Co., Boston, Mass., vs. New Haven, 


Rates and charges in violation of section 1 of the act, on han- 
diés in the rough, from Cumberland Mills and Oakland, Maine, to 
points in Massachusetts, Pennsylvania, Indiana, and Missouri. 
Asks rates for the future, and reparation. 

No. 18573. The Krebs, Pigment and Chemical Co., Newport, Dela- 
ware, vs. Southern, et al. 

Unreasonable, prejudicial and discriminatory rates and charges 
on barytes from Sweetwater, Tenn., to Newport, Del. Asks rates 
for the future, and reparation. 

No. 18574. Hostler Coal and Lumber Co., Inc., Chicago, Ill., vs. Pere 
Marquette, et al. 

Rates or charges in violation of the first four sections of the 
act, and otherwise illegal and unlawful, on anthracite coal from 
points in Pennsylvania to Fort Snelling, Minn. Asks cease and 
desist order, waiver of collection of amounts sought by defend- 
ant, and finding that rates paid were unlawful. 

No. Bay Eneine Embroidery Co., Inc., San Francisco, Calif., vs. 
" al, 

Unreasonable and prejudicial rates on fibre cloth and of cloth 
one-half fibre and one-half cotton from New York to San Fran- 
cisco. Asks rates for the future, and reparation. 

No. 18576. Oriental Oil Co., Dallas, Tex., vs. Santa Fe et al. 

Unreasonable rates and charges on refined etroleum oil from 
Barnsdall, Okmulgee, Ponca City and Tulsa, Okla., to Dallas and 
Oriental, Tex. Asks rates for the future, and reparation. 

No. 18577. Nebraska Bridge Supply & Lumber Co., Omaha, Nebr., 
vs. Cincinnati, New Orleans & Texas Pacific, et al. 

tes and charges in violation of sections 1, 4 and 6 of the act, 

on cypress piling from Lake City, Ark., to Hinton, Iowa, and 
red cedar lumber from Sevierville, Tenn., to Columbus, Ind. Asks 
cease and desist order, and reparation. 

No, 18578. Eripire Refineries, Inc., Tulsa, Okla., vs. Arkansas & 
Louisiana Missouri et al. 

Unreasonable rates on petroleum and its products from Ponca 
City, Cushing and Okmulgee, Okla., to Louisiana destinations. 
Asks rates for the future. 

No. an ‘- = Bryant Co., Amarillo, Tex., vs. Fort Worth & Denver 
y et al. 

Rates in violation of section 1 of the act, on bananas, cocoa- 
nuts, and mixed carloads of those commodities, from New Or- 
leans and points taking the same rates to Amarillo, Tex. Asks 
rates for future and reparation. 


No. 18580. National Paper Products Co., New York, N. Y., vs. N. 
Y. C. et al. 
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Rates and charges in violation of first_three sections of the act, 

on toilet’ paper and paper towels from Carthage, N. Y., to points 
in Pennsylvania, Ohio, Indiana, Kentucky, West Virginia, Illinois 
Missouri, Iowa, Wisconsin, Minnesota and Michigan. Asks rates 
for future and reparation. ; 

No. oa at " eimai 3 Refineries, Inc., et al., Tulsa, Okla., vs, Santa 

e et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on petroleum products from points in Oklahoma to points in 
Arkansas. Asks rates for future. 

No. — Skelly Oil Co., Tulsa, Okla., vs. Missouri-Kansas-Texgs 
et al. 

Unreasonable rates on wrought iron pipe and k. d. steel tanks 
from Burkburnett, Tex., to El Dorado and Sallyards, Kans. Agkg 
rates for future and reparation. 

No. 18583. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates on wrought iron pipe and steel tanks from 
Apperson, Okla., to Norphlet, Ark. Asks rates for future and rep. 
aration. 

No. 18584. Swan-Finch Oil Corp. et al., New York, N. Y., vs. B. & 0, 
et al. 

Charges in violation of sections 1 and 6 of the act, on fish 
oil in tank carloads and in bulk in barrels, carloads, from 
Lewes, Del., Franklin City, Va., Baltimore, Md., points, Amag. 
ansett, N. Y., and Mystic, Conn., to Bayway, N. J. Asks Tep- 
aration. 

No. 18585. Cynthiana Construction Co., Cynthiana, Ky., vs. C. & 0, 

Demurrage charges in violation of section 6 of the act, on sand, 
gravel and crushed stone received at Prewitt, Ky., from Hunting. 
ton, W. Va., and Louisville and Atlas, Ky. Asks reparation. 

No. 18585. Sub. No. 1. Same vs. L. & N. 

Same complaint and prayer as to shipments of sand and gravel 

received at Independence, Ky., from Cleves, O 
No. 18586. National Tube Co., Pittsburgh, Pa., vs. Santa Fe et al. 

Additional charges collected on shipments of wrought pipe from 
Lorain, O., to points in Kansas alleged to be in violation of first 
four sections of the act. Asks reparation and waiver of collec- 
tion of alleged undercharges. 

No. 18587. Maljamar Oil Corporation, Artesia, N. M., vs. Santa Fe 
et al. : 

Unreasonable rate and charges on oil-well drilling outfit from 
Haddam, Kans., to Artesia, N. M. Asks rates for future and 
reparation. 

No. 18587. Sub. No. 1. Same vs. Same. 

Unreasonable rates and charges on oil-well casing from Had- 

dam, Kans., to Artesia, N. M. Asks rates for future and repara- 
n. : é 
No. “e587. Sub. No. 2. Twin Lakes Oil Corporation, Artesia, N. M, 

‘ nta Fe et al. 

“hceenataabes rate on oil-well casing from Haddam, Kans., to 
Artesia, N. M. Asks rate for future and reparation. 

No. 18588. The Southern Cotton Oil Company et al., New Orleans, 
La., vs. Morgan’s Louisiana & Texas R. R. & S. S. Co. et al. 

Rates in violation of sections 1 and 6 of the act, on crude cot- 
tonseed oil from Opelousas, La., to Gretna, La., there refined and 
manufactured into lard substitute (solid) and shipped to Temple 
and Paris, Tex. Asks reparation. : . : 

No. 18589. Tomahawk Pulp & Paper Company, Wisconsin Dam, Wis. 
vs. Canadian National Railways et al. ; 

Unreasonable rates on pulpwood from points in Manitoba and 
Ontario, Canada, to adeno stag Dam and Kings, Wis. Asks rates 
for the future, and reparation. . 

No. 18590. Hy-Power Gasoline Company, Salt Lake City, Utah, vs. 
Denver & Rio Grande Western et al. F : 

Unreasonable rates and charges on gasoline from points in 
California to Salt Lake City, Utah, Asks reparation. ; 

No. 18591. Berthold & Jennings o_o Company, St. Louis, Mo, 
. Gulf, Mobile & Northern et al. 

"Chartes in violation of sections 1 and 6 of the act, on yellow 

pine lumber from Hight i. ae to Marine, Ill., reconsigned 

Tarrytown, N. Y. Asks reparation. : . 

No. ‘Neuen Wereale James Lumber and Cooperage Co., Obion, Tenn., 

s. Illinois Central. 

Vv Rates and charges in violation of sections 1 and 4 of the = 
on sand and gravel ef sananhowes’. Tenn., from Gravel Swite 
near Paducah, Ky. Asks reparation. i 

No. 18593. Sapulpa Feed Company, Sapulpa, Okla., vs. Santa oo * 

Unreasonable rates and charges on hay from points in Kans 
to Sapulpa, Okla. Asks rates for the future and reparation. 

No. 18594. E. C. Palmer and ere eg Ltd., New Orleans, La., VS. 
w England Steamship Co. et al. : ; 

py K tn violation of section 1 of the act on paper en\ ae 

and papeteries from Springfield, Mass., to Dallas, Texas. s 
a Midland Valley et al 
. 18595. The Texas Co., Houston, Tex., vs. Midlan alley | . 

” Charges in violation of section 6 of the act, on casinghead 
gasoline from points in Louisiana and Oklahoma to Port Ar ere 

Texas, for export to points in foreign countries or for coastW - 
movement to points in other states because in excess of charg 

on basis of export or coastwise rates. Asks reparation. 


No. 18595. Sub. No. 1. Same vs. Fort Worth & Denver City et al. 
Same complaint and prayer as to shipments of casinghead gas0- 
line from points in Oklahoma and Texas. 


No. 18595. Sub. No. 2. Same vs, Kansas City Southern et al. 
Rates in violation of sections 1 and 4 of the act, on casinghead 
gasoline from Mansfield, La., to Port Arthur, Tex., for subsequent 
movement via coastwise within twelve months. Asks reparation. 


No. 18596. Tonawanda Paper Co., Inc., et al., North Tonawanda, 
N. Y., vs. N. Y. C. et al. - 

Charges in violation of sections 1 and 3 of the act, on news- 
print and printing paper from North Tonawanda and Niagara 
Falls, N. Y., to Chicago, Ill. Asks rates for future and repara- 
tion. 

No. 18597. The Ontario Paper Co., Ltd., et al., Thorold, Ont., vs 
Canadian National et al. 

Charges in violation of sections 1 and 3 of the act, on news- 
print paper from Thorold, Ont., to Chicago, Ill. Asks rates for 
future and reparation. . 

No. 18598. D. A. Stickell & Sons, Inc., Hagerstown, Md., vs. Westerl 
Maryland et al. : 

Rates, charges, rules and practices in violation of section 1 
of the act, in connection with shipment of grain, grain products 
and grain by-products to Hagerstewn, Md., from points in the 
west and south, and manufactured into mixed live stock and 
poultry feeds, flour and meal and shipped to points in eastern 
trunk line, New England and southern territories. Asks estab- 
lishment of transit rules, etc. 

No. 18509. The Carter Oil Co., Tulsa, Okla., vs. B. & O. et al. 
Rates and charges in violation of section 1 of the act, on 
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iron and steel derricks from Parkersburg, W. Va., to Tulsa and 
Wetumka, Okla. Asks rates for future and reparation. 
No. 18600. The Texas Co., Houston, Tex., vs. Santa Fe et al. 

Rates in violation of section 1 of the act, on wrought iron pipe 
between points in Oklahoma and Texas. Asks rates for future and 
reparation. 

No. 18600. Sub. No. 1. The Texas Pipe Line Co., of Oklahoma, Tulsa, 
Okla., vs. Fort Worth & Denver City et al. 5 : 

Rates in violation of section 1 of the act, on wrought iron pipe 
from points in Oklahoma to points in Arkansas and Texas. Asks 
rates for future and reparation. 

No. 18600.. Sub. No. 2. Same vs. Same. ‘ 

Same complaint and prayer as to shipment of wrought iron 
pipe from Oklahoma points to Holliday, Tex. 

No. 18635. This is an application of the Great Northern for an order 
requiring the Northern Pacific to grant the Great Northern the 
use of certain terminal facilities at Seattle, Wash. 















Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relati 

oblems. We do not desire to take the place of 
ielp him in his work. . ‘ 
The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may oper to. us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


to practical traffic 
traffic man but to _ 


Tariff Interpretation—Definition of Term “Structural Iron” 


Missouri.—Question: I-have just noted an inquiry as to 
what is meant by the term “structural iron’—to which you 
furnish a reply on page 104 of your July 10, 1926, issue. 

It is my recollection that in the Memphis-Southwestern 
Investigation, Docket 9702 (77 I..C. C. 473), the Commission pre- 
seribed two complete lines of rates on iron and steel articles, 
one of which they designated as “structural iron and steel” and 
the other as “merchants’ iron and steel” and in the appendix to 
their report they outlined the exact. description on which the 
different rates should be published. 

Answer: In Memphis-Southwestern Investigation, 77 I C. C. 
473, on pages 601 and 602 is given a list of articles included in 
the term “Structural Iron,” upon which a distance scale is pre- 
scribed on page 556. 


Rates—Not Applicable Until Published and Filed With Com- 
mission, Even’ Though Ordered Into Effect at Earlier Date 


Massachusetts.—Question: Would you kindly give me in- 
formation relating to I. C. C. Docket No. 12887 of July 9, 1923, 
as referred to on page 170 of Jones’ I. C. C. 1644? 

Would the rate authorized in this docket take effect with 
the date of the docket, that is, July 9, 1923, or is it a practice 
of the Interstate Commerce Commission to authorize a rate to 
take effect two years later as per the effective date of this 
tariff? 

In September of 1923 there moved three cars of lumber 
from Grand Rapids, Michigan, to Worcester, Mass., and the 
railroad did not apply rates as authorized by this docket and 
claim that although this docket ruled this rate it did not become 
effective until June 15, 1925. 


Answer: Section 6, (paragraph 7) of the Interstate Com- 
merce Act provides that no carrier shall charge, demand, collect 
or receive a greater or less or different compensation for trans- 
portation service than the rates and charges “which are specified 
in the tariff filed and in effect at the time.” The Commission 
has no power to compel a carrier to charge a reduced or an 
increased rate before such rate is published. Rates must be 
“published and filed” before they can be applied to shipments. 
Folmer & Co. vs. G. N. Ry. Co., 15 I. C. C. 33. The Elkins Law 
imposes a penalty for failure of the carrier to “publish,” file 
and observe its tariff rates. 

In Pacific Rice Mills vs. Director-General, 78 I. C. C. 459, 
the Commission said that “publication as used in section 6 of 
the Act consists in promulgating and distributing the tariff in 
printed form preparatory to putting it into effect.” 

In Docket 12887, 81 I. C. C. 227, the Commission on ordering 
the rates in question in effect said: 


It is ordered that said defendants, according as they partici- 
pate in the transportation, be and they are hereby notified and 
required ‘‘to establish” on or before October 19, 1923, upon notice 
to this Commission and to the general public by not less than 
30 days “filing and posting” in the manner prescribed in section 


6 of the Interstate Commerce Act, 
the rates which it found to be proper in the premises. 

In this order, it will be seen, the Commission recognizes 
the necessity of publication of the rates in tariff form, then 
posting at stations and filing with the Commission, before such 
new rates could become “establishhed.” 
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Regardless of the time prescribed by the Commission as 
to when the new rates should become effective, they gig 
not become effective until actually published and filed. 

See, in this connection, Northern Grain & Warehouse Co 
vs. O. S. L. R. R. Co., 100 I. C. C. 319, and C. B. & Q. R. 


C 
vs. Merriam & Millard Co., 297 Fed. 1, writ of certiorari denieg, 
265 U. S. 592. ; 


Tariff Intérpretation—Lower Rate at More Distant Point With 
Transit at Intermediate Point Does Not Constitute Ove, 
charge or Prima Facie Case of Unreasonableness Against 
Carrier as to Shipment Consigned to Intermediate Point, 
Michigan.—Question: On a car of potatoes shipped troy 

Aurora, N. C., to Detroit, Mich., and reconsigned while jy 

transit to Battle Creek, Michigan, carrier assessed a commodity 

rate of 78 cents per barrel Aurora to Cincinnati per A. (, |, 

Tariff, I. C. C. B2348, and a 5th class rate of 27% cents, (ip. 

cinnati to Battle Creek per Agent Jones’ Tariff 231, I. C. C. 94), 
A. C. L. Tariff does not quote a through commodity rate oy 

potatoes from Aurora to Battle Creek, but it does quote 

through rate to Detroit of 90 cents per barrel and to Chicago 
of 97% cents per barrel when routed via A. C. L. to Richmond, 

Va., and connections beyond as per Route C, page 59, of 

A. C. L. Tariff, I. C. C. B2348. This shipment moved in accord. 

ance with this routing. 

Had this shipment been forwarded to Chicago under the 
same circumstances, the freight charges would only have been 
mee including diversion charge as against $260.45 to Battle 
‘reek, 

Furthermore, the same shipment could have been billed 
direct to Chicago with a stop-off for partial unloading in accori- 
ance with A. C. L. Tariff, I. C. C. B2348, and Michigan Central 
Tariff GFD 9630-0, I. C. C. 5688, which tariff governs the stopping 
of cars in transit for partial unloading and the freight would 
only have been $195.00 plus stop-off charge of $6.30 or a total 
charge of $201.30. In this way consignee could unload prac- 
tically the entire car at Battle Creek, leaving one or two 
barrels in the car to go forward to Chicago. This would show 
him a great saving over a car billed direct to Battle Creek. 

It would appear to us that there should be some way that 
we could collect an overcharge for our client in this instance 


and we will greatly appreciate your advising us what action, 
if any, we could take in this case. 


Answer: Your question simply goes to the reasonableness 
of the total rate to Battle Creek as compared with the joint 
through rates to Chicago and Detroit. If the carrier applied the 
only available rate to Battle Creek in effect when the shipment 
moved, there is no overcharge. Whether this combination of 
rates to Battle Creek is unreasonable is a matter which only 
the Interstate Commerce Commission can determine in a proper 
case brought to it for that purpose. 

In our opinion, the fact that it would be cheaper to bill 
a car to Chicago with the stop privilege at Battle Creek, than 
to bill it direct to Battle Creek, does not of itself establish 
any right of recovery against the carrier. A proper check 
of the existing tariffs should have revealed this situation to 
the shipper when forwarding the cars, in which event he could 
have taken advantage of it and billed to Chicago with the 
stop-over privilege, unloading the greater portion at Battle 
Creek, and thus saving a considerable freight charge. The 
reasonableness of the Battle Creek rate may well merit inves- 
tigation, but under the circumstances of this case it is simply 
arother of that type of cases where, after a shipment has 
moved to one point, the shipper discovers that it would have 
been cheaper to have billed it to another instead. The carrier 
cannot be charged with overcharging simply because the ship- 
per did not avail himself of the privilege. 


Delay—Liability of Carrier Where Shipment Delayed Account 
of Clearances 


New York.—Question: Some time ago we had a carload of 
lime moving from a point in Virginia to a point in New Jersey. 
The shipper is located on the Southern Railway and it 
appears that he ordered a car to move via Potomac Yards 
and Pennsylvania Railroad. On arrival of the car at Potomac 
Yards the carrier discovered that it was too large to pass 
through the Baltimore tunnel so the lime was transferred into 
another car. 

The usual time is seven days, but this particular car was en 
route twelve days and we were obliged to buy lime locally at 
an increased cost of $4.00 per ton. 

Will you be kind enough to advise us if we have sufficient 
cause to make a claim against the carrier at fault? 


Answer: Inasmuch as the shipping instructions given by 
the shipper informed the carrier as to the destination of the 
car, it was, in our opinion, charged with the obligation to. 
forward the. shipment as loaded with reasonable dispatch via 
some route or to inform the shipper at the time it was tendered 
to it for transportation that the shipment could not move through 
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to destination in the car in which it was loaded, in which 
event the shipper would have been obligated to transfer the 
load to a car which could have been hauled to destination with- 
out transfer, unless the shipper’s order for a car specified the 
destination to which it would be forwarded. 


Classification Rules—Rule 29 as Applied to Articles Which, on 
Account of Length, Require Two Open Cars 


Alabama.—Question: A shipment of structural (special iron 
—not subject to Rule 34) is made between points in Southern 
Classification territory; owing to the length of certain members 
comprising the shipment it is necessary, on account of the 
weight of the entire lot (not exceeding the minimum—36,000 
pounds—prescribed for a single car) to order a fifty (50) 
foot open car. On account of the scarcity of such equipment, 
the carrier elects to furnish two shorter cars. The shipment 
is forwarded tandem fashion on two cars furnished and the 
notation, as “described in Section 3-b of Rule No. 34, Con- 
solidated Classification, is inserted by shipper in the bill of 
lading. 

A review of Rule No. 34 leads us to the opinion that 
it can be applied only where specific reference is made thereto 
in the separate description of articles. This would eliminate 
“special iron” articles since no reference is made to this rule. 

On the other hand, Rule No. 24 and Rule No. 29 appear to 
make no provision for such a case as outlined. However, on 
account of the non-application of Rule No. 34, the carriers 
apparently must apply either Rule No. 24 or No. 29. 

If you are able to find a decision of the Commission or 
courts on a parallel case, we would be pleased to have you 
cite us. 

Answer: In our opinion, Section 1, Rule 29, of the Con- 
solidated Classification applies to the shipment. Rule 24 is a 
“quantity” and not a “dimension” rule. Rule 24 requires cross- 
reference to it to render it applicable. 

In Tull & Gibbs vs. N. & W. Ry., 55 I. C. C. 17, the Com- 
mission lays down the proposition that “where there is a uniform 
minimum for cars of all lengths the carrier is not required to 
furnish a car of any specified length.” 

Following this case the carrier had no duty to furnish 
you with a 50-foot car simply because your shipment could 
have been loaded therein. In the absence of Rule 29 it would 
be within its rights in assessing the flat minimum on each car 
used, your beams being too long to be loaded into the or- 
dinary car. 

in Briggs & Turivas vs. Director-General, 61 I. C. C. 633, 
the Commission said that the test of reasonableness of a 
uniform minimum is “what can ordinarily be done.” It stated 
that admitting that it was impossible to load the minimum in 
a few cars it does not necessarily follow that the minimum 
was unreasonable. 

The carrier has no duty apparently to furnish the largest 
car possible under a uniform minimum. It seems safe, there- 
fore, to say that inasmuch as you could not demand a 50-foot 
car for this shipment, yet the carrier did accept the same on two 
smaller cars, Rule 29 is applicable. In Jones vs. Southern Ry., 
18 I. C. C. 150, the Classification provided that articles too 
long to be loaded in box cars but requiring two or more open 
cars, should be charged for at actual weight, subject to a 
certain minimum. The shipment was loaded and transported 
upon open cars because it was too long to be loaded through 
the side door of an ordinary box car. It was shown that the 
shipment could have been loaded through the side door of 
a 50-foot box car. The Commission said: 


Such a car is not an ordinary car; but if a box car of that 
length happened to be available and in use for less-than-carload 
shipments going in the same direction as such a shipment, and 
the shipment were loaded into such car, it would be unreasonable 
to charge for such shipment upon the basis of a minimum weight 


in excess of the actual weight. 

Following the latetr case, it would seem that if a shipper 
had no right to insist upon a 50-foot car being furnished, 
you would have no right to insist upon a 50-foot car for 
your shipment. Section 1 of Rule 29 does state that shipments 
whieh could not be loaded into a 50-foot car will receive the 
benefit of the basis named therein, and merely requires as a 
precedent to use of this basis that a shipment on account of 
its length shall require two or more cars. If a 50-foot car is 
extraordinary, a shipper may not demand the same. Then if 
he has no right to demand equipment at all the carrier is put 
to the proposition of either voluntarily furnishing him with 
a 50-foot car, or supplying him with two open cars. If he is 


fortunate enough to secure a 50-foot car he simply makes a sav- 


ing charge over and above those obtaining under Rule 29. This 
is an unfortunate condition in that it is quite possible for 
a carrier to furnish one shipper with a 50-foot car and at the 
same time furnish another with two cars observing the minimum 
on one car in the one instance and the Rule 29 basis in the 
other, which would result in discrimination between the two 
shippers. This is identically the same sort of condition which 
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existed prior to the amendment of Section 3 of Rule 29. Thi 
section now provides a basis for determining just when th, 
higher basis will be applied. Section 1 furnishes no accurate 
measurement for a guide to its application. 

In Minimum Charges on Bulky Articles, 38 I. C. C. 257, 
in discussing the rule now carried in Section 3 of Rule 29, the 
Commission said: 


Prior to the establishment of this rule, identical shipments 
moving on different days to the same consignee were assesgeq 
different transportation charges, depending upon the equipment jp 
which they moved. If an automobile or furniture car was not 
available and the shipment had to be loaded on an open car the 
minimum charge rule applied. If, however, on a succeeding day 
such extra sized inclosed car was available the shipment moved 
at the usual rate and actual weight, netting a much lower trans. 
portation charge. 


It was discussing the situation which existed before the 
definite measure of equipment was added to what is now Section 
3, and which condition still exists with reference to Section 1. 

Notification of Arrival—Posting in U. S. Mail Sufficient 

Missouri—Question: We wish information relative to re. 
quirements American Railway Express Company is required to 
give customer in the way of notification of shipments on hand 
at their office. We have been having considerable trouble due 
to the fact that customers claim no notice was received from 
the express company that shipments were on hand. 

On filing claims with the express company they advise us 
dates postal cards were mailed to consignee and with this 
information they decline to consider paying claims of this 
character. 


Kindly advise if any cases have been decided along 
this line. 

Answer: In view of the fact that no notice of arrival is 
needed or required where the express company actually effects 
delivery through its regular door-step delivery service, we pre- 
sume you have in mind shipments consigned to points where 
such delivery service is not maintained. 

Rule 8 of Official Express Classification provides that at 
points where delivery service is not maintained the express 
agent must at once give consignee notice of arrival, either per- 
sonally or by mail, to the address given on the package. Per- 
sonal notices must be confirmed by mail. 

In a leading case on this subject, Ohio Iron & Metal Co. 
vs. E. J. & E., the carrier’s tariff required no more to be 
done concerning notices of arrival than does the express rule 
cited above. The Commission held that a letter properly ad- 
dressed to the consignee and placed in the mail constituted 
compliance with the tariff rule requiring the carrier to send 
a written notice. To the same effect was the decision in 
Eastern Lumber Co. vs. Director-General, 57 I. C. C. 272. It 
was shown in that case that the carrier’s clerk had made out 
the notice with carbon copies and had posted these carbons 
in its book of “Notices of Arrival Mailed,” and in these copies 
he found one covering the shipment concerning which con- 
signee complained he had not received the notice. 

The Commission held on this showing that the carrier had 
complied with its duty of sending notices. The theory under- 
lying all these cases is that the carrier cannot be held to 
guarantee delivery of the notice to the consignee by the postal 
employes: that the postal service is an agency of the con 
signee and not of the carrier. 


Damages—Measure of—Shipment by Water Carriers 

Oregon.—Question: Rail carriers have long become recon- 
ciled to market value at destination as basis on which to settle 
loss and damage claims; however, we recently filed claim 
against coastal water carrier which insists that it is not gov 
erned by the McCaull-Dinsmore case and subsequent ones fol- 
lowing the same principle. The shipment in question, subject 
to the above mentioned claim, moved interstate, between points 
on the Pacific Coast, wholly by water. Our question is: Are 
not water carriers, such as this, which admit liability for loss 
and damage, liable to the same extent as rail carriers would 
be, or if shipment moved rail and water? Can you quote any 
decisions in point? 

Answer: The usual rule of determining the amount of 
damages in case of injury to a shipment moving by a water 
carrier is that applicable to the case of rail carriers, namely, 
the destination value is the value upon which the amount is to 
be estimated. See Northern Commercial Co. vs. Lindblom, 162 
Fed. 250; United S. S. Co. vs. Haskens, 181 Fed. 962; United 
S. S. Co. vs. Schilling & Co., 181 Fed. 965 and The Arctic Bird, 
109 Fed. 167. 


Routing and Misrouting—Joint Rate vs. Combination Rate 


Minnesota.—Question: Shipper presents railroad A with 
bill of lading, carrying no routing and with no rate show? 
thereon, for movement of carload of freight between points x 
and Y. Railroad A is able to handle shipment from X to Y 0 
a named through rate. There is, however, a lower joint through 
rate from origin to destination in connection with another car 
rier with both carrier A and second carrier receiving line hauls. 
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DL B.R.& P. WARE HOt! 


The only modern Merchandise 





flat Rochester rate with all 


B. R. & P. Warehouse, 


















local deliveries. 


—Has storage-in-transit privileges. 


Capacity. 


680 Seneca Street 


ROCHESTER, 


GENERAL MERCHANDISE STORAGE 


Distribution 


equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 


WAREHOUSE 


—Renders all forms of warehouse. service. 
—Stores automobiles and general merchandise. 
—Distributes pool cars without carting charges and makes 


Warehouse fully 


steam roads. 


Ine., "xy" 


—Issues negotiable and non-negotiable warehouse receipts. 
—Has lowest insurance rate in Buffalo. 


—Located on Erie and N. Y. C. R. R. 125 car spotting 
—Conducts only Bonded Warehouse in Buffalo. 


Western Distributing Warehouse at Peoria, III. 


For information and prices, write 


J. E. WILSON, Traffic Manager 


Lhettkttr Co tae. 


BUFFALO, N. Y. 
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PANAMA MAIL S.S.CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—mHAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 





























S. 8. VENEZUELA............. August 14 August 16 
FS aaa September 4 September 6 
S. S. COLGMBIA...........0000 Oct. 2 Oct. 4 





Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Joan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 
OFFICES 


350 Marquette Bldg., Chicago, III. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 So. Spring St., Los Angeles, Cal. 



































SAILING EVERY SECOND SATURDAY 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
| Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 


SWAYNE.& HOYT, INC., Pacific Coast nts 
430 Sansome Street San Francisco, Calif. 


H. H. KENNEDY, General Western Agent 
106 Merchants Exchange Building St. Louis, Mo. 


HARRY ROGERS, Commercial Agent 
715 Straus Bldg., 310 South Michigan Ave. Chicago, Illinois 













JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 































SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 
New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members; American Warehousemen’s Ase’n 
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Is railroad A justified in hauling this shipment through to 
destination over its own line or is it obligated to route shipment 
in connection with the second carrier to protect the lower rate 
named for the joint haul? 

The mileage over railroad A from point X to point Y is 
approximately the same as the mileage over the joint route. 

Answer: In L. G. Everist vs. C. M. & St. P., 87 I. C. C. 
31, the Commission held that where a receiving line is a party 
to a two line -through rate lower than the rate applicable over 
its own single line haul, it has misrouted the shipment in for- 
warding the shipment over the single line route. See, also, to 
the same effect, J. J. Suddath vs. A. C. L., 96 I. C. C. 569. 


Conflicting Rates in Separate Tariffs—Older Applies 

Illinois —Question: We have an instance where two Sep- 
arate tariffs publish rates from points of origin to points of 
destination, both rates being different. 

Won’t you kindly advise what ruling the Interstate Com- 
merce Commission has made in such a case? We understand 
that the court in King vs. C. R. I. & P. Ry. Co. (Texas) (22), 
241 S. W. 180 ruled that the older of the two rates apply and 
as we have no copy of this ruling will appreciate your quoting 
same in your reply. 

Answer: In Conference Rulings Nos. 50, 70 and 104, the 
Interstate Commerce Commission holds that where conflicting 
rates are published in separate tariffs, the rate first established 
is the lawful rate; that a rate once established and put into 
force remains in effect until properly canceled. As to proper 
method of cancellation see Rule 8, Interstate Commerce Tariff 
Circular 18-A; see also Conference Ruling No. 101. 

In King vs. C. R. I. & P., 241 S. W. 180, there were two 
provisions in a tariff apparently applicable to the same traffic. 
One was specifically limited to-certain traffic; the other because 
it did not exclude the first class of traffic was broad enough to 
embrace all of the traffic in question. Plaintiff contended that 
there was a conflict in rates effected by these two items and 
that as such he was entitled to the lower charge. The court 
held there was no conflict, that the specific provision consti- 
tuted an exception to the general provisions. 

Before conflict in rates can be found, it must be clear that 
the items are co-extensive, i. e., that they are both applicable 
to the same traffic, and that one cannot be reasonably construed 
as an exception: to the other. If one is general in its scope and 
the other is specific, there is no conflict. 


Freight Charges—Liability of Consignee 


Kentucky.—Question: ‘ecember, 1923, we received a car 
of freight on which the consignor failed to sign Section 7 of 
the Uniform Bill of Lading and the forwarding agent billed 
shipment out with freight charges prepaid, and is now endeav- 
oring to collect transportation charges from us. 

Your issue of July 31, page 276, cites a similar case, and 
after noting your opinion in the case; also referring to confer- 
ence Ruling No. 314 we are at a loss to know just. what a deci- 
sion in a case of this kind would be, and ask that you refer us 
to one, if any on record. Would also like to have any further 
information you can give us on the subject. 

Answer. The consignor, as the party from whom the goods 
are received for shipment, ordinarily assumes the obligation to 
pay the full amount of the freight charges, although he may 
relieve himself of the libality by signing the stipulation on 
the face of the bill of lading referred to in Section 7 of the 
Uniform Bill of Lading. L. & N. vs. Central Iron and Coal Co., 
265 U. S. 59. 

On the other hand, the consignee, by the acceptance of the 
goods, becomes liable for the full amount of the freight charges, 
whether they are demanded at the time of delivery or not until 
later. See P. C. C. & St. L. Ry. vs. Alvin J. Fink, 250 U. S. 577. 

The carrier may, therefore, recover from the consignee the 
amount freight charges in question. 


Liability of Carrier for Permitting Unauthorized 
of Goods 
Ilinois.—Question: Will you please advise what recourse 
we have, if any, against the carriers covering a carload order 
notify shipment we made recently? 
The car was consigned to our order but evidently was re- 


Inspection 


leased to consignee before surrender of the lading, as consignee © 


wired us that goods were inspected by him and he would not 
accept the shipment. We gave the carrier no authority to 
allow inspection and the state law in which the case occurred 
does not permit inspection of goods sold on C. O. D. or sim- 
ilar basis. 

Carriers take the stand they are in no way responsible, 
as they state they did not release the car and that consignee 
broke car seals and entered the car without their permission. 

If carriers had handled shipment properly and in accord- 
ance with the terms of the bill of lading, this situation would 
not have occurred as goods were A-1 in every respect, but a 
decline in the market was the real cause of the rejection. 

The same consignee finally accepted the shipment after 
we authorized the bank to reduce our draft. Owing to carrier’s 
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negligence, we ,took a loss on this shipment of approximately 
three hundred dollars. 

Answer: In the case of Earnest vs. D. L. & W., 134 N. Y.g 
322, and the cases cited therein, it is held that a carrier is 
not liable in conversion for the value of goods because of an 
unauthorized inspection. 

Furthermore, it has been held that, where a consignee of 
goods examined them while in the car without the permission 
or knowledge of the railroad company, and it was not shown 
to have been negligent, the railroad company is not liable for 
allowing the inspection. See Elm City Lumber Co. vs. A. (¢, J, 
88 S. E. 139, and Yuille-Miller Co. vs. C. I. & L., 128 N. W. 
1099. See, also, the case of Quinn-Shepardson Co. vs. Great 
Northern Ry., 169 N. W. 422, in which it was held that where 
a contract for the shipment of a car of wheat over the line of 
defendant’s road contained the provision that the wheat should 
not be delivered to a named prospective purchaser without 
a surrender of the bill of lading, and that such prospective 
purchaser should not be permitted to inspect the wheat before 
such delivery, the act of defendant on the arrival of the car 
at destination in switching the same at the instance of the 
prospective purchaser onto an unloading sidetrack did not con- 
stitute a delivery to such purchaser; and the carrier in such 
a case is not responsible for an inspection by the prospective 
purchaser, when made through secret and stealthy means, with- 
out the knowledge or consent of the carrier. 

It might be, if the carrier were sued for breach of its 
contract not to allow inspection that damages proved to have 
resulted from the rejection of the goods could be recovered, 
but we know of no case so holding, provided the inspection 
was the result of negligence on the part of the carrier. 


Reparation—Voluntary Reduction of Rate as Basis for 


New York.—Question: We make many shipments of cor- 
rugated boxes, K. D. F., from A, Penna., on the X Railroad, to B, 
N. Y., on the Y Railroad. The rate via this route is 41% cents. 

Recently, the X Railroad, in Supplement to their tariff, 
authorized a rate between A, Penna., and B, N. Y., of 40% 
cents. When this rate of 40% cents is established, can we 
file reparation? 

Answer: While there is a possibility that the facts as stated 
above would, in themselves, support an award of reparation by 
the Commission (see Glendale Cotton Gin Co. vs. G. C. & S. F. 
Ry. Co., 42 I. C. C. 360), the Commission, as a rule, holds that 
the voluntary reduction of a rate or basis of charges does 
not in itself, without proof that the former rate or basis was 
unreasonable, furnish a sufficient reason for awarding repar- 
ation. Ferguson & Sons Groc. Co. vs. A. B. & A., 45 I. C. C. 81. 
See, also, Pacific Bridge Co. vs. S. P. & S. Ry. Co., 38 I. C. C. 
732, and Foster Lumber Co. vs. A. T. & S. F., 15 1 C. C. 56. 

In Earnest vs. D. L. & W., 1384 N. Y. S. 322, the court uses 


language which suggests the probability of a recovery under 
such circumstances. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. E. J. Stubbs, Pres.; 
K. K. Bradley, Secy. and Treas. 


Akron (0O.) Traffic Club. H. W. Young, Pres.; H. L. Sova- 
cool, Secy. 

Albany, N. Y.—Capital District Traffic Association. 
Kibbey, Pres.; C. L. Ferguson, Secy. 

Atlanta—tTraffic Club of Atlanta. 
Porter, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. 
Pres;. C. C. Kailer, Secy. 

Battle Creek (Mich.) “Traffic Club. 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. R. W. 
Daniels, Pres.; C. J. Thompson, Secy. 


Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. C. C. Dasey, Pres.; W. M. Macomber, Secy.- 
Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
W. D. Buckley, Pres.; W. H. Connell, Secy.-Treas. 

Buffalo Transportation Club. W. D. Sanderson, Pres.; 0. J. 
Farron, Secy.-Treas. 

Canton (O.) Traffic Club. W. A. Baum, Pres.; L. D. Ellis, 
Secy. 
Charlotte (N. C.) Traffic Club. C. D. Turner, Pres. 

Chattanooga Traffic and Transportation Club. J. L. Griffith, 
Pres.; B. R. Shepherd, Secy.-Treas. 

Chicago Traffic Club. Murray N. Billings, Pres.; H. E. Mac 
Niven, Secy. 

Chicago, Junior Traffic Club of. 
Paulen, Secy. 


D. G. 
J. A. Streyer, Pres.; F. B. 
C. N. Eckhardt, 
E. C. 


Nettels, Pres.; 


W. K. Jones, Pres.; J. E. 
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EVERY STEP 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 
in 


The Traffic Bulletin 


The Informatien Regularly Carried in This 
Publication Includes the Fellowing: 


1—Released Rate Orders 

2—Fourth Section Applications 

8—Fourth Section Orders 

4—Sixth Section Orders 

5—Investigation and Suspension Orders 
6—Suspension Orders Vacated 

7—New Tariffs and Supplements Filed with the I. C.C. 
&—Tariffs Rejected by the I. C. C. 

9—Express Tariffs Filed with the I. C. C. 
10—Shipping Board Tariffs 

11—Central Freight Association Docket 
12—Central Freight Association Hearings 

13—C, F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Freight Association Docket 
19—Southern Freight Association Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 

23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 

25—Trunk Line Association Hearings 

26—Trunk Line Coal and Coke Docket 

27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 

85—National Diversion and Reconsignment Dockets 
36—Embargo Notices, Modifications and Cancellations 
37—Steamship Sailings 

38—Express Classification Docket 

39—Address of Roads Filing First Tarif with I. C. C. 
40—Adoption Notices 


Samples and full information free on reques# 


The Traffic Service Corporation 


Publishers THE TRAFFIC WORLD 


418 South Market St., Chicago 
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Fast Freight Service 


Between 


NEWARK, OHIO 


5000 Miles of Electric Railway 
Territory in Ohio-Indiana-Michigan 


Overnight Service 


Dayton, Lima, Columbus, Toledo, Detroit, 
Ft. Wayne, Indianapolis, Cleveland, Richmond, 
Urbana, Bellefontaine, Zanesville, 


2nd Day 


Cincinnati, Hamilton, Middletown, Delaware, 
Marion, Chillicothe, Terre Haute, Peru, 
Logansport, New Castle, Muncie. 


3rd Day 


Louisville, Martinsville, Crawfordsville, La Fayette, 
Anderson, Bluffton, Kokomo, South Bend, 
Grand Rapids, Muskegon, Kalamazoo, 
Battle Creek, Jackson, Lansing. 


Write for free copies of Shippers’ 
Guides and Large Map in Colors. 


“Southern Ohio” Traction Lines 


A. E. WILLIAMS, P. &. F. A. Zanesville, Ohio 
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Cincinnati Traffic Club. R. L. Galleher, Pres.; G. W. Doll, 
Secy. 
Clarksburg (W. Va.) Traffic Club. 
L. M. Murphy, Secy.-Treas. 

Cleveland Traffic Club. J. W. Montigney, Pres.; W. A. Ray, 
Secy. 

Columbus, O., Transportation Club. C. O. Ruggles, I’res.; 
C. H, Brown, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. A. H. Finlay, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. J. M. Allen, Pres.; A. J. Stone, Secy.- 
Treas. 

Davenport, Ia.—Tri-City Traffic Club. G. J. Nielsen, Pres.; 
A. J. Christiansen, Secy.-Treas. 


Decatur (Ill.) Transportation Club. M. M. Cooper, Pres.; 
Harry Howenstein, Secy. 

Des Moines Transportation Club. E. M. Wentworth, Pres.; 
B. R. Harris, Secy.-Treas. 

Denver Traffic Club. C. E. Moore, Pres.; 
Secy. and Treas. 

Denver Commercial Traffic Club. J. W. Day, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Traffic Club. A. T. Waterfall, Pres.; G. W. Musson, 
Secy. 

Detroit, Mich. Motor-City Traffic Club. C. G. Sedan, Pres.; 
F. A. Salter, Secy. 

Elmira (N. Y.) Traffic Club. D. P. Faul, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. F. H. Evers, Pres.; 
Secy.-Treas. 

Erie Traffic Club. E. S. Manchester, Pres.; M. W. Eismann, 
Secy. 

Evansville (Ind.) Transportation Club. W. H. Orr, Pres.; 
H. K. Rogers, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. V. W. Davies, 
Pres.; C. E. Drew, Secy. 

Fort Worth Traffic Club. E. E. Wyatt, Pres.; I. S. MceCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. D. E. Carrier, 
Pres.; C. P. Rennacker, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F,. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. 
Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. W. T.: Keith, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. 
dridge, Pres.; H. L. Smith, Secy. 

Jackson (Mich.) Transportation Club. J. E. Manley, Pres.; 
W. A. Kern, Secy. 

Jamestown (N. Y.) Traffic Club. W. H. Swanson, Pres.; 
O. M. Odell, Secy.-Treas. 


Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 


Jersey City Traffic Club. R. J. Reilly, Pres.; J. J. Cul- 
lington, Secy. 

Joplin (Mo.) Traffic Club. T. B. Martin, Pres.; J. J. Haru- 
tun, Secy.-Treas. 


Kalamazoo Traffic Club. G. J. Bolender, Pres.; C. H. Wins- 
low, Secy. 


Kansas City Traffic Club. Fred Sobotta, Pres.; A. A. Lut- 
trell, Secy.-Treas. 


Knoxville (Tenn.) Traffic Club.—R. P. Morris, Pres.; H. V. 
Schetler, Sec’y-Treas. 


C. A. Saylor, Pres,; 


L. M. Pexton, 


F. L. Woods, 


W. A. Napper, Pres.; P. Ward, 


F. C. Bal- 


Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. D. 
Mummert, Chairman; A. J. Kohler, Secy. 
Lansing (Mich.) Traffic Club. C. V. Colvin, Pres.; C. B. 


Teft, Secy. 

Lincoln (Neb.) Traffic Cllub. R. W. McGinnis, Pres.; E. L. 
Jones, Secy. 

Little Rock (Ark.) Traffic Club. W. O. R. Hannan, Pres.; 
J. Meaders, Secy.-Treas. 

Los Angeles Transportation Club. J. E. Light, 
A. T. Smith, Secy.-Treas. 

Los Angeles Women’s Traffic Club. Emma A. Kentz, Pres.; 
Myrtle Cranch, Secy.-Treas. 

Louisville Transportation Club. W. H. Cloud, Pres.; W. T. 
Vandenburg, Secy. 

Madison, (Wis.) Traffic Club. 
Cavanaugh, Secy.-Treas. 

Mansfield (O.) Traffic Managers’ Divisfon of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (0.) Traffic Club. S. D. Ross, Pres.; L. R. Johnson, 
Secy. and Treas. 


Pres.; 


S. L. Foote, Pres.; R. H. 
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Memphis Traffic Club. Jack Harris, Pres.; H. H- Schutt, 
Secy. 

Milwaukee Traffic Club. J. E. Kraseman, 
Manske, Secy. and Treas. 

Minneapolis Traffic Club. 
Sanford, Secy. 

Minneapolis Junior Traffic Club. C. E. Belanger, Pres. 
A. A. Luedke, Secy. 

Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres. 
H. J. Muller, Secy.-Treas. 
Mobile Traffic and Transportation Club. W. E. Kennedy, 
Pres.; T. C. Schley, Secy. 

Montreal, Can., Traffic Club of; J. K. Smith, Pres.; F, 7 
Parker, Secy.-Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her. 
bert, Pres.; Earl Roach, Secy. 
Newark Traffic Club. W. A. Miller, Pres.; R. W. Tims, 
Secy. 

New England Traffic Club, Boston. 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. 
Yung, Secy. 
New York Traffic Club. W. S. Cowie, Pres.; C. A. Swope, 
Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Junior Traffic Club. L. B. Dunn, Pres.; I, P, 
Friedlander, Secy. 

New York, N, Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. B. C. Prince, 
Pres.; W. C. Scott, Secy. 

Oklahoma City Traffic Club. W. A. Springall, Pres.; H. B. 
Krarup, Secy.-Treas. 

Omaha Traffic Club. B. J. DeGroodt, Pres.; M. V. C. McCor- 
mack, Secy. and Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Seey.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. L 
Reinschmidt, Pres.; P. W. Reed, Secy. 

Peoria Transportation Club. J. Younge, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. James Potter, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 

Pittsburgh Traffic Club. D. L. Wells, Pres.; A. H. Orr, Secy. 
Secy. 


Pittsburgh, The Traffic and Transportation Association of. 
H. L. Geyer, Pres.; E. J. Siemon, Secy. 


Port Huron, Mich.—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; F. W. Dunkel, Secy. 

Portland (Ore.) Industrial Traffic Club. W. F. Holtbuer, 
Pres.; L. L. Brosy, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I—Traffic Club of the Providence Chamber 
of Commerce. J. H. Hanley, Chairman; E. C. Southwick, Secy. 

Richmond (Va.) Traffic Club. J. F. Ryland, Pres.; W. B. 
Leigh, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. W. A. Bow, Pres.; D. Mac- 
Donald, Secy.-Treas. 

St. Louis Traffic Club. H. J. Dentzman, Pres.; S. E. Wilson, 
Secy. 

St. Paul Transportation Club. Herman Mueller, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. G. H. Doyle, Pres.; Chas. 
Wynne, Secy.-Treas. 

San Francisco Transportation Club. Frank G. Cole, Pres.; 
W. J. Martin dale, Secy. 

San Francisco-Pacific Traffic Association. Frederic Morgat, 
Pres.; D. A. McPherson, Secy. 

San Francisco Women’s Traffic Club. Marie V. Furst, Pres.; 
A. M. Dinneen, Secy. : 

San Diego (Calif.) Traffic Club. G. A. Cookson, Pres.; W. M. 
Krames, Secy. 

Savannah Traffic Club. R. B. Young, Pres.; W. R. Alexander, 
Secy.-Treas. 

Seattle Transportation Club. R. C. Johnston, Pres.; C. N. 
Compton, Secy.-Treas. 

Shreveport (La.) Traffic Club. J. H. Macbeths, Pres.; D. R. 
McWilliams, Secy. ; 

Sioux City Traffic Club. A. F. Johnson, Pres.; J. C. Winter, 
Secy.-Treas. 


Pres.; Ervin 


C. T. Vandenover, Pres.; L. lL, 


G. O. Sheldon, Pres.; 
J. M. Cousins, Pres.; W. G. 
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| ARISTOCRATS OF THE RAIL, Foreign Freight 
= so Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 


1,500,000 SQUARE FEET 


Ee 
Modern Fireproof Warehouse A ona in Los Angeles and at the Port 
f Los 


, os om es Free and U. S. Customs Bonded Storage 
s sclusurioua in modern, spp s sn Insurance Rate 18 Cents 
these premler Burlington trains Storage — Forwarding — Distribution — Cartage 
7” Chicago Limieed rade chit inal eppearanc tune im connection wich Space Leased for Private Warehouse, Office and Displ 
cho fees sulle elites Ronni oo eased for Priva 4 arehouse, ce an ay 
held t the nals with Mayor W: bayer Ben “i esk Space with Desk and Office Service Rented 
capi { Denver ofaing oe —— and Deve of Chicago and Mayor B ~~ & Co tton BR onoodty to High Density 


We can serve you in some capacity and novos: suggest that you 
LR. Ven Dykes Guns ERE ae complete your file by requesting the rates for our specialized service. 


Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


YOU CAN’T BEAT IT! 


Careful Handling of Freight 
Less Time in Transit 
Personal Service by Each Railway Employe 
MAKE 


ELECTRIC RAILWAY SERVICE 


The Choice of Thousands of Shippers 


CENTRAL ELECTRIC TRAFFIC ASSOCIATION 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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South Bend (Ind.) Traffic Club. Grant Clapperton, Pres.; 
G. W. Orewiler, Secy.-Treas. 

Springfield (Mass.) Traffic Club. E. F. Smallwood, Pres.; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. 
Greene, Secy.-Treas. 

Syracuse Traffic Club. 
Secy. 

Tacoma Traffic Club. E. R. Cronkite, Pres.; T. I. McGrath, 
Secy. 


Toledo Transportation Club. C. W. Dennison, Pres.; W. J. 
Chisholm, Secy. 

Toronto, Can.—The Transportation Club of Toronto. W. R. 
Ingram, Pres.; W. J. Hotrum, Secy. 

Trenton (N. J.) Traffic Club. H. W. Trimmer, Pres.; G. E. 
Mace, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. W. W. Stumph, Pres.; 
E. C. Kitching, Secy. 

Tusccarawas County (Ohio) Traffic Club. 
Pres.; A. T. Fisher, Secy. 


E. L. Cardle, Pres.; F. J. 


C. A. Thornton, Pres.; F. M. Varah, 


F. H. Tierney, 
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Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Utica (N. Y.) Traffic Club. B. J. Scholl, Pres.; C. E. Dar. 
rigrand, Secy. and Treas. 

Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy, 
Treas. 


Washington Traffic Club. S. R. Bowen, Pres.; R. F. Rich. 
ardson, Secy. 


Wheeling (W. Va.) Traffic Club. G. A. Blackford, Preg,; 
E. C. Jepson, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Preg,; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. C. M. Morrison, Pres.; K. C. Park. 
hurst, Secy. 

Windsor, Ontario, Can.—Border Cities Transportation Club, 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. W.S. Taylor, Pres,; 
Ernest Opitz, Secy. 

York (Pa.) Traffic Club. Edward Kleffman, Pres.; B. N, 
Gingerich, Secy. 

Youngstewn (Ohio) Traffic Club. 


C. P. Fairbanks, Preg,; 
P. B. Wait, Secy.-Treas. 


mission | 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


August 17—Los Angeles, Calif.—Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 


August a Lake City, Utah.—Public Utilities Commission of 
Utah: 


ah: 
* Finance No. 5543—Anplication of Los Angeles & Salt Lake R. R. 
for a certificate of public convenience and necessity. 
August 23—Washington, D. C.—Examiner Folsom: 
Valuation No. 330—Georgia & Florida Railway; Georgia & Florida 
Terminal Railway. (Further hearing.) 
August 23—Atlanta, Ga.—Georgia Public Service Commission: 
Finance No. 5408—Application of L. S. Dure and H. K. Hines, re- 
ceivers of the Macon & Birmingham Ry. Co. for authority to 
abandon the railroad of that company. (Further hearing.) 
August 25—Denver, Colo.—Examiner Flynn: 
18300—Motor Bus and Motor Trurk Operation. 
August 26—Omaha, Nebr.—Examiner Weems: 
15052—American National Live Stock Association et al. vs. Oregon- 
Washington R. R. & Navigation Co. et al. 
August 30—Washington, D. C.—Examiner Brinkley: 
Valuation No. 755—In re tentative valuation of the property of the 
Galveston Wharf Co. 
Aug. 30—Washington, D. C.—Examiner Quimby: 
Valuation No. 729—In re tentative valuation of the property of the 
Miss. Cent. R. R. 
August 30—Kansas City, Mo.—Examiner Ames: 


17942 (and Sub. Nos. 1 to 3, incl.)—Atlas Portland Cement Co. vs. 
Santa Fe et al. 


17946—Nebraska Cement Company vs. Santa Fe et al. 
September 1—Kansas City, Mo.—Examiner Ames: 


18299—The Kansas Portland Cement Co. vs. A. T. & S. F. Ry. et al. 

17854 (and Sub. No. 1)—Iola Cement Mills Traffic Assn. et al. vs. 
A.,.T. & S. F. Ry. et al. 

18264—Lehigh Portland Cement Co. vs. Santa Fe et al. 

September 1—Washington, D. C.—Examiner Oberlin: 

Finance No. 5547—In the matter of the application of the Denver 
& Salt Lake Ry. Co. for authority to issue stock and bonds. 

Finance No. 5548—In the matter of the application of the Denver 
& Salt Lake Ry. Co. for authority to acquire and operate the line 
of railroad of the Denver & Salt Lake R. R. 

September 1—Detroit, Mich.—Examiner Flynn: 
18300—-Motor Bus and Motor Truck Operation. 
September 2—Boise, Idaho—Examiner Weems: 

15052—American National Live Stock Assn. et al. vs. O.-W. R. R. 

& N. Co. et al. 
ee 2—Aberdeen, Wash.—Department of Public Works of Wash- 
ngton: 

Finance No. 5486—In the matter of the application of the Northern 
Pacific Ry. Co. under paragraph (18) of Section 1 of the Inter- 
state Commerce Act for a certificate of public convenience and 
necessity to abandon a line of railroad. 

September 7—Pendleton, Ore.—Examiner Weems: 
* 15052—American National Live Stock Assn. et al. vs. O.-W. R. R. 
& N. Co. et al. 


japtoaier 7—Estes Park, Colo.—Commissioner Hall and Examiner 
rmes: 


18208 (and Sub. Nos. 1 to 5, incl.)—Oklahoma Portland Cement co. 
vs. M.-K.-T. R. R. et al. 


Portions Fourth Section Applications Nos. 461, 462, 637 and 12050, 
filed by F. A. Leland—In re charge transportation portland cement 
from Ada, Okla., to points in Tex., La., and Ark. 

September 7—Washington, D. C.—Examiner Boyden: 

Valuation No. 770—In re tentative valuation of the property of the 

» €s. i B. R. Co. 
September 8—Memphis, Tenn.—Examiner Peck: 
18066—Little Rock Chamber of Commerce vs. A. G. S. R. R. et al. 


September 8—Washington, D. C.—Examiner Kerwin: 
17468—The Philip Carey Co. et al. vs. Santa Fe et al. 


Septemper 8—Washington, D. C.—Assistant Director Burnside: 
Finance No. 5639—Application of Reading Co. for authority to ac- 
quire control of the L. & N. E. R. R. Co. by lease. 


Ee 








September 8—Washington, D. C.—Examiner Faris: 
Valuation No. 805—In re tentative valuation of the properties of 
the L. V. R. R. et al. 
September 8—Washington, D. C.—Examiner Macomber: 
Valuation No. 777—In re tentative valuation of the property of the 
Youngstown and Northern R. R. Co. 
September 8—Washington, D. C.—Examiner Woodrow: 
Valuation No. 786—In re tentative valuation of the property of the 
Davenport, Rock Island and North Western Ry. Co. 
Valuation No. 787—In re tentative valuation of the property of the 
Winona Bridge Ry. Co. 
Valuation No. 788—In re tentative valuation of the property of the 
Hannibal Union Depot Co. 


Valuation No. 789—In re tentative valuation of the property of the 
St. Joseph Union Depot Co. 


Valuation No. 790—In re tentative valuation of the property of the 
Keokuk Union Depot Co. 

Valuation No. 791—In re tentative valuation of the property of the 
Paducah & Illinois R. R. Co. 

Valuation No. 715—In re tentative valuation of the property of the 
Cc. B. & Q. R. R. et al. 

Valuation No. 716—In re tentative valuation of the property of the 
Colorado & Southern Ry. and the Colorado R. R. 

Valuation No. 717—In re tentative valuations of the properties of 
the Fort Worth & Denver City Ry., Acme Tap Railroad, and Fort 
Worth & Denver Terminal Ry. 


Valuation No. 718—In re tentative valuation of the properties of 
the Wichita Valley Ry. Co. et al. 


Valuation No. 719—In re tentative valuation of the property of the 
Quincy, Omaha and Kansas City R. R. 

September 8—Washington, D. C.—Examiner Conway: 

Valuation No. 785—In re tentative valuation of the property of the 
Saint Joseph Belt Railway Company. 
September 8—Washington, D. C.—Examiner Potter: 
Valuation No. 776—In re tentative valuation of the property of the 
New Jersey, Indiana & Illinois R. R. Co. 
ee 8—Estes Park, Colo.—Commissioner Hall and Examiner 
mes: 
18252—Colorado Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
September 8—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 2060 et al. 

September 8—Boston, Mass.—Commissioner Esch and Examiner Flynn: 

18300—Motor Bus and Motor Truck Operation. 

September 8—Washington, D. C.—Examiner Molster: ' 

Finance No. 5579—Joint Application of Morris & Essex Railroad 
Company and Delaware, Lackawanna and Western R. R. Co. 
lessee, for a certificate of public convenience and necessity. 

September 8—Pittsburgh, Pa.—Examiner Johnson: 

18125—-Moltrup Steel Products Co. vs. Andrew Mellon, Director Gen- 
eral of Railroads, as agent. 

September 9—Philadelphia, Pa.—Examiner Brennan: 

18031—The American Motor Body Corporation et al. vs. B. & 0. 
mm HH. ot al. 
September 9—Jefferson City, Mo.—Examiner Kettler: 
1. and S. No. 2697—Switching at Carthage and Joplin, Mo. 

Sept. 9—Estes Park, Colo.—Commissioner Hall and Examiner Ames: 
8211—Colorado & New Mexico Coal Operators’ Assn. vs. A. T. & 
S. F. Ry. et al. 

September 9—Washington, D. C.—Examiner Folsom: 

Valuation No. 826—In fe tentative valuation of the properties of the 
lessees, Buffalo Creek R. R. and the Buffalo Creek R. R. Co. 


September 9—Washington, D. C.—Examiner Roberts: 
Valuation No. 774—In re valuation of the property of the St. Louis, 
Kennett & Southeastern R. R. Co. 


September 9—Washington, D. C.—Examiner Hendon: 
Valuation No. 779—In re tentative valuation of the property of the 
Washington & Lincolnton R. R. 
September 10—Yakima, Wash.—Examiner Weems: 


15052—American National Live Stock Assn. et al. vs. O.-W. R. R. 
& N. Co. et al. 


September 10—Providence, R. I.—Examiner Parker: 
18418—Manville Jenckes Company vs. A. C. & Y. Ry. et al. 


September 10—Washington, D. C.—Examiner Faris: t 
Valuation No. 773—In re tentative valuation of the property 0° 
Upper Merion & Plymouth R. R. Co. 
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E The West atits Bes? 


= Amat Union Pacific—the cool scenic Overland Route to Cali- 


2 Wuawee PS fornia, Pacific Northwest and the great national play- 


grounds of the West. Splendid trains to all the principal 
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points of interest. 


California 


The Overland Limited to San Francisco. 
See lovely Lake Tahoe en route; Los 
Angeles Limited to Los Angeles and 
three other fine daily trains from Chi- 
cago and St. Louis. 


Pacific Northwest 


200 miles along the beautiful Columbia 
River Highway—Seattle, Portland, Ta- 
coma, Mt. Rainier, Puget Sound. Gate- 
way to Alaska and the Orient. Open- 
top observation cars through the 
Columbia River Gorge. 


Yellowstone 


Through West Yellowstone—most 
popular entrance. Friendly wild ani- 
mals, spouting geysers, boiling springs, 
prismatic —. lakes, towering peaks, 
forests, the gorgeous canyon—3300 
square miles of marvelous spectacles. 


Colorado 


The glorious mountain playground a 
mile and one-half high among colossal 
peaks. Wonderful motor trips 
through the scenic splendorof Rocky 
Mountain National Park. See Col- 
orado, Yellowstone and Salt Lake 
City forthefareto Yellowstone alone. 


Southern Utah 


A breath-taking panorama of bewilder- 
ing beauty ed fantastic grandeur, 
tinted by Nature in unbelievable colors. 
Comfortable two to five-day motor-bus 
tours. Excellent lodges. 


Salt Lake City 
The Mormon Temple, the Tabernacle 
and the Great Salt Lake. See Salt Lake 


City on your Western Tour at no extra 
cost. 


Escorted Tours 


Low priced, escorted, all-expense tours 
to all the principal attractions through- 
out the West leave Chicago frequently 
during the Summer season. 


LOW Round Trip Fares 


Bargain round trip fares to all of these 
regions this summer. 


Free Literature 
For free illustrated booklet and other 
descriptive literature ask: 


W.H. MURRAY 
General Passenger Agent 
Union Pacific System 
Omaha, Nebraska 


WHEN SHIPPING TO THE SOUTH 
SHIP TO THE 


Federal Compress & Warehouse Co. 
MEMPHIS, TENN. 


SPECIALIST IN 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Concrete Sprinklered Warehouses 


Low Insurance 


Operate Own Motor Fleet and Switch Engine. Served by Ten Railroads and Federal Barge Line 


WE SERVE TO SATISFY 


OFFICES: 1001 FALLS BUILDING Members A. W. A. 


P. O. BOX 1025 
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September 10—Washingeton, D. C.—Examiner Walsh: 
Valuation No. 781—In re tentative valuation of the property of the 
Alton and Southern R. R. Co. ‘ 
September 10—Detroit, Mich.—Examiner Johnson: 
15595 (and Sub. 1)—Chevrolet Motor Co. of St. Louis et al. vs. B. 
& O. R. R. et al. (further hearing). 


Sopqgmber 10—New York, N. Y.—Commissioner Esch and Examiner 


ynn: 

18300—Motor Bus and Motor Truck Operation. 

September 10—Washington, D. C.—Examiner Walter: 

Valuation No. 783—In re tentative valuations of the properties of 
the Tennessee, Kentucky & Northern R. R. Co. and the Cincin- 
nati, Nashville Southern Ry. Co. 

September 10—Washington, D. C.—Examiner Berry: 

I. ae No. 2714—Pencil Slats from Lebanon, Tenn., to the Virginia 

cities. 


September 11—Memphis, Tenn.—Examiner Peck: 
1. & S. No. 2722—Fruits and vegetables from stations on L. & N. 
R. R. to Memphis, Tenn. 
* Portions of Fourth Section App. No. 1952, filed by L. & N. R. R., 
in re rates on fruits and vegetables from points on the L. & 
N. R. R. to Memphis, Tenn. (In connection with hearing in I. 
& S. No. 2722). 
September 13—Hoquiam, Wash.—Examiner Weems: 
* —_—e Door and Manufacturing Co. vs. B. & O. R. R. 
et al. 
September 13—Memphis, Tenn.—Examiner Peck: 
11023—The St. Louis Chamber of Commerce vs. Director General, 
A. G. S. R. R. et al. 
September 13—Washington, D. C.—Examiner Brinkley: 
Valuation No. 823—In re tentative valuation of the property of 
Stockton Terminal and Eastern R. R. Co. 
September 13—Washington, D. C.—Examiner Johnston: 
Valuation No. 796—In re tentative valuation of the property of the 
Charleston Union Station Co. 
September 13—Albany, N. Y.—Examiner Parker: 
18502—Stevens & Thompson Paper Co. vs. B. & O. R. R. et al. 
September 13—Kansas City, Mo.—Examiner Kettler: 
18281—Ridenour-Baker Grocery Co. et al. vs. Santa Fe et al. 
September 13—Washington, D. C.—Examiner Corbitt: 
Valuation No. 799—In re tentative valuation of the Susquehanna 
and New York R. R. Co. 


September 13—Washington, D. C.—Examiner Way: 
Valuation No. 111—In re tentative valuation of the property of the 
Grafton & Upton R. R. Co. 


September 13—Pueblo, Colo.—Examiner Ames: 
18057—-The Van Dyke Motor Co. vs. Mo. Pac. R. R. et al. 


September 13—Grand Rapids, Mich.—Examiner Johnson: 
18235—Holland Furnace Co. vs. B. & O. R. R. et al. 
18236—Holland Furnace Co. vs. E. J. & E. Ry. et al. 
September 13—Washington, D. C.—Examiner Berry: 
17882—Roach Creek Coal Co. and G. H. Thomas and O. K. Jones, 
receivers thereof, vs. A. A. R. R. et al. 


September 13—Chicago, Ill.—Examiner Hall: 
18085—Hyman-Michaels Co. vs. N. & W. Ry. et al. 


September 13—Philadelphia, Pa.—Examiner Brenner: 
18202—L. D. Goldstein et al. vs. Penna. R. R. et al. 
September 14—Grand Rapids, Mich.—Examiner Johnson: 
* 1, and S. No. 2725—Berries from Alabama and Tennessee to C. F. 
A. territory. 
September 14—St. Louis, Mo.—Examiner Boat: 
—— eee Application No. 12769, 12795, 12803, 12879, of Agent 
and. 
Fourth Section Application No. 626, 641 and 676, of Agent Leland. 
Fourth Section Application Nos. 4018, 772, 884, 2880 et al. 
September 14—Kansas City, Mo.—Examiner Kettler: 
18501—Badger Lumber & Coal Company et al. vs. Santa Fe et al. 


September 14—Washington, D. C.—Examiner Norman: 
Valuation No. 822—In re tentative valuation of the property of the 
Denver Union Terminal Ry. Co. 
Sent. 14—Washington, D. C.—Examiner Law: 
“se oo 3984—Excess Income of the West Virginia Northern 
R. Co. 
Septembr 14—Chicago, Ill.—Examiner Hall: 
18365—Saline County Coal Corp. vs. C. M. & St. P. Ry. et al. 
September 14—Philadelpha, Pa. Examiner Brennan: 
18431—Florence Pipe Foundry and Machine Co., R. D. Wood & Co. 
weNYN. HE. Ee H.R. RK. ot al. 
September 15—Chicago, Ill—Examiner Hall: 
8358—Bear Brand Hosiery Co. vs. A. B. & A. Ry. et al. 
September 15—Elkhart, Ind.—Examiner Johnson: 
18345—Russell The Coal Man, Inc., vs. C. C. C. & St. L. Ry. et al. 
September 15—Philadelphia, Pa.—Examiner Brennan: 
18330—-Memorial Craftsmen of America vs. Atlantic City R. R. et al. 
September 15—El Dorado, Ark—Examiner Sharp: 
18509—Chamber of Commerce of El Dorado, Ark., et al., vs. Ark- 
ansas R. R. et al. 
September 15—Washington, D. C.—Examiner Berry: 
18014—Edgerton and Beers, Inc., vs. A. C. L. R. R. 
September 15—Kansas City, Mo.—Examiner Kettler: 
18101 (and Sub. Nos. 1 and 2)—White Eagle Oil and Refining Co. 
ya. A. T. & BS. ¥. Ry. ot al. 
18335—White Eagle Oil and Refining Company et al. vs. C. B. & 
Q. R. R. et al. 
September 15—Seattle, Wash.—Examiner Weems: 
- "hehemeeaeen Coal Producers Association vs. Un. Pac. R. R. 
et al. 
September 15—Washington, D. C.—Examiner Macomber: 
Valuation No. 815—In re tentative valuation of the property of the 
Aliquippa & Southern R. R. 
Valuation No. 816—In re tentative valuation of the property of the 
Santa Maria Valley R. R. Co. 


eepiber 15—Asheville, N. C.—Commissioner Esch and Exar.uner 
ynn: 
18300—Motor Bus and Motor Truck Operation. 


September 15—Wichita, Kan.—Examiner Ames: 
1. & S. No. 2420—Transit at Kansas City, Mo.-Kan on grain and 
grain products. 
17159 (and Sub. Nos. 1 and 2)—Southern Kansas Grain and Grain 
Products’ Assn. vs. C. R. I. & P. Ry. (Further hearing.) 


. 
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September 16—Seattle, Wash.—Examiner Weems: 
* 17851—West Coast Lumbermen’s Association vs. C. M. 
Ry. et al. 
September 16—Philadelphia, Pa.—Examiner Brennan: 
18291—Layton & Layton, Inc., vs. Penna. R. R. et al. 
September 16—Chicago, Ill_—Examiner Hall: 
17906—National Canners’ Association et al. vs. A. A. R. R. et a) 


September 16—Washington, D. C.—Examiner Hendon: 
Valuation No. 793—In re tentative valuation of the property of the 
Tucson, Cornelia and Gilda Bend R. R. Co. 
September 16—Washington, D. C.—Examiner Conway: 
Valuation No. In re tentative valuation of the property of th. 
Champlain Transp. Co. 
September 16—New York, N. Y.—Examiner Parker: 
17989—-Loose Wiles Biscuit Co. vs. Sou. Ry. et al. 
September 17—Seattle, Wash.—Examiner Weems: 
* 17986—Coast Fir & Cedar Products Company et al. vs. Canadian 
Pacific Ry. et al. 


September 17—Minneapolis, Minn.—Examiner Johnson: . 
* 18279 (and Sub. Nos. 1 to 6, incl.)—Longfellow Brothers, Inc., ys, 
vs. St. L.-S. F. Ry. et al. 
September 17—New York, N. Y.—Examiner Parker: 
ee Call Printing & Publishing Co. vs. C. R. R. of N, J, 
et al. 
September 18—Mauch Chunk, Pa.—Examiner Brennan: 
18029—George E. Freeby vs. A. C. L. R. R. et al. 
18341—M. D. Adelson vs. Erie R. R. et al. 


September 18—Kansas City, Mo.—Examiner Kettler: 
1. & S. No. 2723—Routing cement from Kansas, Missouri and Okla- 
homa to Arkansas and Oklahoma. 
September 18—Alexandria, La.—Examiner Sharp: 
17181—I. L. Pressburg vs. G. C. & S. F. Ry. et al. 
September 20—Kansas City, Mo.—Examiner Kettler: 
* 1. & S. No. 2724—Absorption of Switching Charges at North Kan- 
sas City, Mo. 
September 20—New Orleans, La.—Examiner Sharp: 
18270 (and Sub. No. 1 and 2)—Joseph Samuel Co., Inc., vs. A. 7 
& S. F. Ry. et al. 
18356—Ship Supply Co. vs. L. & N. R. R. et al. 
September 20—Bellingham, Wash.—Examiner Weems: 
1 ampbell River Mills, Ltd., vs. C. M. & St. P. Ry. et al. 
September 20—Little Rock, Ark.—Examiner Peck: 
18405—Interstate Cotton Oil Refining Company vs. C. B. & Q. R. R. 


et al. 

16300 (and Sub. Nos. 1, 2 and 3)—Armstrong Packing Company vs. 
Abilene and Southern Ry. et al. 

17457—Humphreys-Godwin Company, Inc., vs. Abilene and South- 
ern Ry. et al. 

=o Cotton Seed Crushers Association vs. A. C. & Y. 
Ry. e 3 

18379—Texas Cottonseed Crushers Association et al. vs. Aberdeen 
& Rockfish R. R. et al. 

September 20—New York, N. Y.—Examiner Parker: 
ee egy & Morrisiana Transportation Line, Inc., vs. N. Y.N. 


September 20—Washington, D. C.-—Examiner Johnston: 
Valuation No. 808—In re tentative valuation of the property of the 
Colorado and Wyoming Ry. 
September 20—Washington, D. C.—Examiner Way: 
Valuation No. 820—In re tentative valuation of the property of 
Arcata and Mad River R. R. 
September 20—Washington, D. C.—Examiner Roberts: 
Valuation No. 825—In re tentative valuation of the property of the 
Midland Continental R. R. 


September 20—Washington, D. C.—Examiner Fowler: 

Valuation No. 387—In re tentative valuation of the properties of 
the Ill. Cent. R. R. et al. 

Valuation No. 349—In re tentative valuations of the properties of 
the Y. & M. V. R. R. et al. 

Valuation No. 354—In re tentative valuation of the property of the 
Batesville Southwestern R. R. and R. J. Darnell, lessee. 

Valuation No. 384—In re tentative valuation of the property of the 
Chicago, Memphis & Gulf R. R. Co. 

Valuation No. 388—In re tentative valuation of the property of the 
Kensington & Eastern R. R. Co. 

Valuation No. 271—In re tentative valuation of the property of 
Kentucky Midland R. R. Co. 

Valuation No. 395—In re tentative valuation of the property of 
Dunleigh and Dubuque Bridge Co. 

Valuation No. 441—In re tentative valuation of the property of the 
Miss. Valley Co. 

September 20—Argument at Washington, D. C.: 

13823—Virginia Coal Operators’ Assn. vs. A. & R. R. R., et al. 

12635—Cooperative Oil & Paint Co. et al. vs. Director General, 3 
Agent, Baltimore & Ohio Railroad et al. 

Finance No. 4723—In the application of Grand Rapids and Indiana 
R. R. Co. and the Pennsylvania R. R. Co. for authority to abandon 
the Jennings Branch and the Michelson Branch of Grand Rapids 
& Indiana R. R. Co. 

September 20—Dallas, Tex.—Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 
September 20—Utica, N. Y.—Examiner Brennan: 
18316—C. A. Durr Packing Co., Inc., vs. C. C. C. & St. L. Ry. et ai 
September 20—Sioux Falls, S. D.—Examiner Johnson: 
* 15000—Sioux Falls Live Stock Exchange et al, vs. A. T. & SF 
Ry. et al. (further hearing). 


September 20—Chicago, Ill.—Examiner Hall. 

* 13878—Chicago Fire Brick Company et al. vs. Ahnapee & Western 
Ry. et al. (further hearing in so far as the issues of unreasonable 
ness and reparation are involved). 


September 21—Omaha, Nebr.—Examiner Kettler: 
18481—Concrete Engineering Company vs. Santa Fe et al. 


September 21—New Orleans, La.—Examiner Sharp: 
18407—Louisiana Farm Bureau Federation et al. 
Navi. Co. et al. 


September 21—Washington, D. C.—Examiner Boyden: the 
Valuation No. 754—In re tentative valuation of the property of 
Pullman R. R. Co. 


September 21—Washington, D. C.—Examiner Walsh: the 
Valuation No. 807—In re tentative valuation of the property of 
Union and Glenn Springs R. R, 
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September 21—Argument at Washington, D. C.: 
14800—Allied Packers, Inc., et al. vs. B. & O. R. R. et al. 
13198—Chicago Live Stock Exchange vs. Director General, as Agent, 

Cc. & N. W. Ry. et al. 
15610—Farrel Foundry & Machine Co. vs. A., B. & A. Ry. et al. 
* Finance No. 4713—Proposed construction by Salt Lake & Denver 
Railroad Company. 

September 21—Washington, D. C.—Examiner Walter: 

Valuation No. 811—In re tentative valuation of the property of the 
Live Oak, Perry & Gulf R. R. 

September 21—Washington, D. C.—Examiner Berry: 

18320—Jill Brothers et al. vs. Nfk. Sou. R. R. et al. Portions Fourth 
Section Application 1074. 

September 21—Washington, D. C.--Examiner Haley: 

Finance No. 3754—Excess Income of the Gulf Coast Lines. 

September 22—Chicago, Ill.—Examiner Hall: 
18473—Geo. A. Hormel & Co. vs. C. M. & St. P. Ry. et al. 

September 22—Washington, D. C.—Examiner Berry: 
18514—Acme Coal Co. et al. vs. B. & O. R. R. et al. 

September 22—New York, N. Y.—Examiner Parker: 
18427—Detmer, Bruner & Mason, Inc., vs. Bush Terminal R. R. et al. 

September 22—New Orleans, La.—Examiner Sharp: 

1. & S. No. 2715—Household goods from New Orleans, La., to south- 
ern territory. 

September 22—Argument at Washington, D. C.: 
16438—Hersey Manufacturing Co. vs. B. & A. R. R. et al. 
16409—Congdon & Carpenter Co. vs. N. Y., N. H. & H. R. 
16396—International Paper Co. vs. B. & O. R. R. et al. 
16444—-Federated Metals Corp. vs. N. Y., N. H. & H. R. R. 

September 23—New Orleans, La.—Examiner Sharp: 

* |, and S. No. 2726—Benzol from Toledo, Ohio, to Gulf Ports for 

export. 

September 23—Galesburg, Ill_—Examiner Johnson: 

* 18395—Purington Paving Brick Company et al. vs. Ahnapee & West- 

ern Railway et al. 

September 23—Fort Worth, Tex.—Examiner Peck: 
18405—Interstate Cotton Oil Refining Company vs. C. B. & Q. R. R. 


R. et al. 


et al. 

16300 (and Sub. No. 1, 2 and 3)—Armstrong Packing Company vs. 
Abilene and Southern Ry. et al. 

17457—Humphreys-Godwin Company, Inc., vs. Abilene and Southern 
Ry. et al. 


a ae Cotton Seed Crushers Association vs. A. C. & Y. 
Ry. et al. 


18379—Texas Cottonseed Crushers Association et al. vs. Aberdeen 
& Rockfish R. R. et al. a 
Fourth Section Application No. 12523 filed by Agent F. L. Speiden. 
September 23—New York, N. Y.—Examiner Parker: 
18020—-Ward Baking Co. et al. vs. Penna. R. R. et al. 
September 23—Argument at Washington, D. C. 


Cc 
6078 (and Sub. 1 to 6 incl.)—Waggoner-Gates Milling Co. vs. A. T. 
& S. F. Ry. et al. 


16016—Savannah Traffic Bureau, Inc., vs. Savannah & Atlanta Ry. 
16376—California Growers’ and Shippers’ Protective League et al 
vs. American Ry. Express Co. 
September 23—Chicago, Ill.—Examiner Hall: 
18490—Allied Packers, Inc., et al. vs. A. T. & S. F. Ry. et al. 
September 24—Chicago, Ill.—Examiner Hall: 
* 18090—-Swift & Co. vs. C. M. & St. P. Ry. et al. 
* 18435—John Morrell & Co. vs. Gt. Nor. Ry. et al. 
September 24—Jackson, Miss.—Examiner Sharp: 
18136—Jackson Traffic Bureau vs. A. & V. Ry. et al. 
Portions Fourth Section Application Nos. 601, 703, 542, 1573, 1548, 
1952, 3965 and 1561. 
18482—Jackson Traffic ‘Bureau for Taylor-Willis Grocery Co. vs. 
A. & V. Ry. et al. 
September 24—Washington, D. C.—Examiner Berry: 
8034—The Chesapeake & Ohio Ry. et al. vs. A. C. R. R. et al. 
September 24—Argument at Washington, D. C.: 
16748—The M. Hamm Co. vs. B. & O. R. R., et al. 
16787—United Zinc Smelting Corp. vs. B. & O. R. R. et al. 
16789—-F. W. Tunnell & Co. vs. Penna. R. R. 
16805—Cairo Syrup Co. et al vs. A. C. L. R. R. et al. 
September 24—Kansas City, Mo.—Examiner Flynn: 
18300—Motor Bus and Motor Truck Operation. 
September 24—Topeka, Kans.—Examiner Kettler. 
* 7 os Charles Wolff Packing Company vs. Arkansas Western 
y. et al. 
September 25—Peoria, Il1l.—Examiner Johnson: 
* 18412—The Keystone Steel and Wire Company vs. A. & V. Ry. et al. 
September 25—Argument at Washington, D. C.: 
16825—United Paperboard Co. et al. vs. A. & R. R. R. et al. 
17211—United Paperboard Co. et al. vs. Sou. Ry. et al. 
17370—The Meridian Fertilizer Factory vs. A. C. L. R. R. et al. 
Fourth Section Application No. 542 et al. 
16867—Gulfport Fertilizer Co. vs. A. C. L. R. R. et al. 
17049—United Paperboard Co., Inc., vs. B. & M. R. R. et al. 
No, — Paperboard Company, Inc., vs. C. & E. R. R., 
et al. 
September 25—New York, N. Y.—Examiner Parker: 
* 12550—The Barrett Company vs. Director General, Pennsylvania 
Railroad et al. (further hearing). 
September 27—New York, N. Y.—Examiner Parker: 
* 18334—The Texas Company vs. Santa Fe et al. 
September 27—Chicago, Ill.—Examiner Hall. 
* 17573—Chas. A. Krause Milling Company vs. B. & O. R. R. et al. 
September 27—Washington, D. C.—Examiner Berry: 
* 16160—Kanawha Black Band Coal Company et al. vs. 
Central Ry. et al. (further hearing). 
September 27—Fargo, N. D.—Examiner Weems: 
* 18454—Commercial Club of Fargo, N. D., vs. Ahnapee & Western 
Ry. et al. 
September 27—Fort Worth, Tex.—Examiner Peck: 
18293—-Texas Pacific Coal & Oil Company vs. G. C. & S. F. Ry. et al. 


September 27—Birmingham, Ala.—Examiner Sharp: 
18189—Birmingham Sash & Door Company et al. vs. A. & V. Ry. et al. 
18446—Brilliant Coal Co. vs. Ill. Cent. R. R. et al. 


September 27—Wichita, Kans.—Examiner Kettler: 


18259—-Ziegler Brothers, successors to Ziegler and Dalton Construc- 
tion Co. vs. St. L.-S. F. Ry 


* 18273—The Vickers Petroleum Company vs. Mo. Pac. R. R. et al. 


Kanawha 
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September 27—Washington, D. C.—Examiner Way: 
Valuation No. 792—In re tentative valuation of the pro 
St. Joseph Terminal R. R. 
September 27—Washington, D. C.—Examiner Walter: 
Valuation Docket No. 764—In re tentative valuation of the 
of the Chicago Short Line Ry. 
September 27—Argument at Washington, D. C.: 
16826—Ann Arbor R. R. et al vs. R. & O. R. R. et al. 
17502—New York & Pennsylvania Co. vs. D. & H. Co. et al. 
17503—New York & Pennsylvania Co. vs. D. & H. Co. et a). 
September 28—Birmingham, Ala.—Examiner Sharp: 
* “Portions Fourth Section Application 601—Filed by N. 0. & NF 
R. R.—In re rates lumber and articles taking lumber rates from 
stas, on N. O. & N. E. R. R. and conns. to Normal, Ala. (jp 
connection I. & S. Dkt. 2718.) 
|. and S. No. 2718—Routing Lumber from N. O. & N. E. R. R to 
Normal, Ala. : 
September 28—Indianapolis, Ind.—Examiner Johnson: 
* 18170—United Paperboard Co., Inc., et al. vs. A. C. & Y. Ry 
September 28—New York, N. Y.—Examiner Parker: 
18380—The Stevens Paper Mills, Inc., vs. P. R. R. et al. 
September 28—Argument at Washington, D. C.: 
16457—New Jersey Lumbermen’s Committee vs. A. C. L. R. R., et al 
16531—Hamersley Manufacturing Co. vs. Erie R. R. Ff 
17326—Clifton Paper Mills vs. N. Y. S. & W. R. R., et al. 
16550—Guggenheim Brothers vs. B. & O. R. R., et al. 
September 29—Tulsa, Okla.—Examiner Kettler: 
* 18161 (and Sub. No. 1)—Sinclair Oil & Gas Company vs. C. R, 1, 
& G. Ry. et al. 
September 29—Chicago, Ill.—Examiner Hall: 
* 15511—Board of Trade of the City of Chicago vs. A. T. & S. F, Ry, 
et al. (further hearing). 
September 29—Columbus, O.—Examiner Johnson: 
* 18362—Ohio Farm Bureau Federation et al. vs. A. C. & Y. Ry. et al. 
September 29—New York, N. Y.—Examiner Parker: 
18295—Geo. Allison and Company et al. vs. A. C. L. R. R. et al, 
September 29—Dallas, Tex.—Examiner Peck: 
18375—Holt Company of Texas vs. C. & A. R. R. et al. 
18376—American Paint & Supply Co. vs. N. Y. C. R. R. et al. 
September 29—Washington, D. C.—Examiner Berry: 
18216—National Leather Co. vs. Santa Fe et al. 
Copier 29—Washington, D. C.—Commissioner Esch and Examiner 
ynn: 
18300—Motor Bus and Motor Truck Operation. 
September 29—Argument at Washington, D. C.: 
16645—Harbor Coaling Corp. vs. B. & O. R. R., et al. 
16651 (and Sub. No. 1)—Jacob E. Decker and Sons vs. Un. Pac. R. R. 


Perty of the 


Property 


. et al, 


et al. 
17409—Southern Glass Co. vs. G. H. & S. A. Ry., et al. 
September 30—Tulsa, Okla.—Examiner Kettler: 
* 18028—Empire Refineries, Inc., et al. vs. Santa Fe et al. 
September 30—Dallas, Tex.—Examiner Peck: 
18392—-National Lead Battery Co. vs. C. M. & St. P. Ry. et al. 
18377—MacMillian Co. vs. Ocean S. S. Co. of Savannah et al. 
September 30—Florence, Ala.—Examiner Sharp: 
18244—-Muscle Shoals Traffic Bureau for H. F. Young Land & Lun- 
ber Company vs. Ill. Cent. R. R. et al. 
18245—Muscle Shoals Traffic Bureau for Whitfield Lumber Company 
vs. G. M. & N. R. R. et al. 

Portions of Fourth Section Application Nos. 2045 et al., filed by 
Illinois Central R. R. et al., relating to rates on sawmill ma- 
chinery from New Orleans, Baton Rouge, La., Mobile, Ala., Vicks- 
burg, Miss., to Delmar, Ala., etc. 

September 30—Argument at Washington, D. C.: 
16889—-Stauffer Chemical Co. of Tex. vs. H. & B. V. Ry., et al. 
16926—Allen Manufacturing Co., et al. vs. A. G. S. R. R., et al. 
16963—-Automatic Gravel Products Co., et al. vs. C. R. I. & P. Ry, 


et al. 
—— Ontario Packing Co. et al. vs. O.-W. R. R. & N. Co. 
et al. 
October 1—Tulsa, Okla.—Examiner Kettler: 
* 18393—Cities Service Oil Company et al. vs. Santa Fe et al. 
October 1—New York, N. Y.—Examiner Parker: 
* 18311—E. C. Klipstein & Sons Company vs. C. R. R. of N. J. et al. 
* 18357—The Nassau Lumber Company and Geo. F. Gray vs. Long 
Island R. R. Co. 
October 1—Dallas, Tex.—Examiner Peck: 
18391—The Uvalde Paving Co. vs. P. & L. E. R. et al. 
October 1—Florence, Ala.—Examiner Sharp: 
18361—Muscle Shoals Traffic Bureau for Florence Lumber Co. et 
al. vs. Ill. Cent. R. R. et al. 


18366—Muscle Shoals Traffic Bureau for Tri-Cities Produce Co. Vs. 
A. & S. Ry. et al. 
October 1—Knoxville, Tenn.—Examiner Hillyer: 
18288—Knoxville Freight Bureau et al. vs. Sou. Ry. et al. 
October 1—Akron, Ohio—Examiner Johnson: 
1. & S. No. 272i—Minimum weight on Iron and Steel Pipe and 
Tubing in Official Classification territory. 
October 1—Washington, D. C.—Examiner Berry: 
17400—Appalachian Power Co. et al. vs. N. & W. Ry. 
October 1—Chicago, Ill.—Examiner Hall: 
* 16750—National Poultry, Butter & Egg Association et al. vs. Aber- 
deen & Rockfish R. R. et al. 
October 2—Nashville, Tenn.—Examiner Hillyer: 
18206—Cherokee Millis et al. vs. M. L. & T. R. R. & S. S. Co. et al 


October 4—Muskogee, Okla.—Examiner Kettler: . 
* 18308—Merchants’ & Manufacturers’ Traffic Bureau et al. vs. Kan- 
sas City Southern Ry. et al. 


October 4—New York, N. Y.—Examiner Parker: . 
* —_ Metals Corporation vs. Transmarine Corporation 
et al. 
October 4—Chattanooga, Tenn.—Examiner Hillyer: 
18188—Hubbuch Glass Co. et al. vs. Mo. Pac. R. R. et al. 
October 4—Louisville, Ky.—Examiner Sharp: 
18394—Louisville Board of Trade vs. B. & O. Chicago Term. R. 
et al. 
October 4—Chicago, Ill.—Examiner Hall: 


17330 (and Sub. No. 1)—Illinois Coal Traffic Bureau vs. Ark. Val. 
Interurban Ry. et al. 


*18025—Old Ben Coal Corp. vs. A. & V. Ry. et al. 
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Know this file and 
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a great industrial cit 


Rc industries today are build- 
ing plants in the Norfolk- 
Portsmouth area of Virginia. 


The Ford Motor Company, Interna- 
tional Cement Corporation and many 
others have selected this area because of 
its tremendous opportunities as an in- 
dustrial site. 


Immense supplies of raw materials are 
available at Norfolk’s very gates. Large 
coal fields are close at hand. The city 
itself is a centre of distribution for fuel oil. 


Hydro-electric and steam power are 
available at low cost. Labor is plentiful, 
high class, and contented. Only 4.8% of 
Norfolk-Portsmouth population 1s foreign 
born. Labor troubles are almost unknown. 


The moderate climate permits of year 
round construction, resulting in lower 
building costs for manufacturing plants 
—and all year operation of outdoor in- 
dustries. 


* * * 


Norfolk’s abundant acreage provides 
unexcelled plant sites at moderate cost. 
Our industrial engineers will be glad 
to discuss with you the problems re- 
lating to your own industry. All in- 
quiries will be held in confidence. 
Address the Norfolk-Portsmouth In- 
dustrial Commission—Dept. Y, Cham- 
ber of Commerce, Norfolk, Va. 


NORFOLK-PORTSMOUTH 
Chamber of Commerce 


y 









































tea 





THE TRAFFIC WORLD 


Bundling the Laneead Product 


Tires, auto body parts, paper and mat board, dimension 
stock, doors, windows and sheet metal represent the exten- 
sive scope of bundling to which the Gerrard Method may 
be applied. 

Bundling by the Gerrard Method for shipment, or for intra-plant move- 
ment, is economical of time and of cost. A large manufacturer of auto- 
mobile bodies uses the Gerrard Method for bundling body parts, to be 
moved from wood working plant to the assembling department. 

A leading electrical goods manufacturer bundles copper ingots for stor- 
age and to facilitate handling. 

Somewhere in your plant there may be a commodity which can be 
bundled for economical handling, transferring, storage, or shipment. If 
you have such a problem, we would like to be of service to you—write 
us. No obligation involved. 


Illustration above shows the Gerrard Method for Bundling 
Automobile Tires. Note Model “B” machine and rack. 


Gerrard Wire Tying Machines Co. 


1944 So. 52nd Avenue ; nents ‘ Chicago, Illinois 
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Indianapolis, Ind., 522 Merch. Bank Bldg. 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iro- 


707 


TRAFFIC WORLD 
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Be 


Between 
All Points 
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East & South 


Northwest 


Western Canada 
North 
Pacific Coast 


A WINNIPEG 


MINING 


Serving the 
Heart of the 
Great 
Northwest 


THE STEEL INDUSTRY 


To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
company same to Canadian port of 
entry. . 
. SAULT SAINTE MARIE 


% EMERSON: 


“~ 


ALWAYS DEPENDABLE 


AGENCIES 

Kansas City, Mo., 738 Railway Ex. Bldg. 
Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 Wisconsin St., 
Minneapolis, Minn., Soo Line Bldg., 5th St. and Mar- 

quette Ave. . 
Neenah, Wis. 
New York, N. Y., Woolworth Bldg. 
Omaha, Neb., 725-26 W. O. W. Bldg. 
Philadelphia, Pa., Cross Bldg., Locust St. at 15th. 
Pittsburgh, Pa., 2041 Oliver Bldg. 


Standard 


MENOMINEE 


MINNEAPOLIS MANITOWOC 
, iC 


U 
SAINT PAUL 


MILWAUKEE 
Portland, Ore., 3rd and Pine Sts. 
St. Louis, Mo., 2050 Railway Exch. Bldg. 
St. Paul, Minn., 1112 Merchants Nat'l Bank 
Bldg. 
San Francisco, Cal., 675 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Superior, Wis. 
‘Racoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


CHICAGO 
eo 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT - - 


- CARE SOO LINE 
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PORT oF SEATTLE 


Shortest, Most Direct Route to the Orient 


Where Rail and Water Meet 


Four transcontinental railways give the Port of Seattle 
a complete rail tieup with Atlantic ports. They are the 
Great Northern; Chicago, Milwaukee & St. Paul; Union 
Pacific; Northern Pacific; connections with Canadian 
Pacific; and Canadian National Lines. 


Seventy-one steamship lines ply from Seattle to all parts 
of the world. With such remarkable accommodations, 
the shipper is sure to find a satisfactory schedule. 


Expedite Your Export and Import Shipments by Rout- 
ing through Seattle. 


Port of Seattle Public Terminals are Unexcelled on 
the Pacific for handling Oriental shipments. Silk— 
Gunnies—Tea—Rattan—Vegetable Oils, ete. 


ADDRESS 


PORT or SEATTLE 


SEATTLE, WASHINGTON 


Write Traffic Department for Rates, Space and Sailings 
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™ DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


Canadian Pacific Railway 
Canadian National Railways 
Quebec, Montreal & Southern 
Boston & Maine 

Boston & Albany 


via Rouses Point, N. Y. 


via Mechanicville, N. Y. 
via Albany, N. Y. 


oi Wilkes-Barre, Pa. 


}wia Binghamton, N.Y. 
via Owego, N. Y. 


DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 
All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


—- Y.—Telephone Main 3380 t aaa ag iy N. Y.—Telephone 1500 
Gala Milk Agent, . W. Ackley, Division Freight Agent, 


THE MONTREAL LIMITED 


& H Building 
Cc. ee General Eastern Freight Agent, 
5 & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr.. Commercial Agent, 
913 Healey Building 
BOSTON, MASS.—Telephone Liberty 4106-4107 
F. H. Wheeler, New England Freight Agent, 
429-430 Chamber of Commerce Building 
nae ag _ Y.—Telephone Seneca 853 
. W. Haas, General Agent, Freight Department, 
722 Ellicott Square Building 
— ILL.—Telephone Wabash 8994 
A. Flanders, Jr., General Agent, Freight Dept., 
1101-02 Webster Building, 
327 So. LaSalle St. 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimons, General Canadian Freight Agent, 
106 Drummond Bldg., 511 St. Catherine St., West 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
Max V. Beckstedt, General Agent, Freight Dept., 
1446-48 Woolworth Building, 
233 Broadway 


191 Main Street 
PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Buil 
1420-26 South Penn Square 
re ae PA.—Telephone Grant 5516 
Y. Baldwin, General Agent, Freight Department, 
513-514 Bessemer Building 
H. A. Dietz, General Traveling Coal Agent, 
513-514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 4751 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 
ST. LOUIS, MO.—Telephone Garfield 1651 
J. B. Stewart, General Agent, Freight Department, 
1021-1022 Pierce Building 
TROY, N. Y.—Telephone 765 
J. Forster, Division Freight Agent, 
Union Station 


Story, General Freight Agent, Albany, N. Y. 


Yr. 
F. 
Cc, 
L. 


a? Ww. J. MULLIN, 
General Traffic Manager 


. G. 
N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. : 

W. Nyland, Coal Freight Agent, Albany, N. Y. {3 
E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 

F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


J. T. LOREE, 99 
Vice-President and General Mgr. 


ALBANY, N. Y. 


ROUTE OF 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE —- 
BETWEEN NEW YORK AND MONTREAL THE MONTREAL LIMITED 
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Merchants Bank Bldg. 


INDIANAPOLIS 








@ 







Majestic Bldg. 


@ DETROIT 
@ HAVANA 


Hippodrome Bldg. 


LEVELAND 
@ DENVER 





Southern Pacific Bldg. 


@ CHICAGO—FREIGHT DEPT. @C 
@ CHICAGO—PASSENGER 








Ellicott Square Bldg. 


@ CINCINNATI 








@® BUFFALO 




















Woodward Bldg. 


@ BOSTON 





@ BIRMINGHAM 




















Healey Bldg. 
@ BALTIMORE 





@ ATLANTA 








Railway Exchange Bldg. 


@ KANSAS CITY 


de Gomez 


Boston Bldg. 


DEPT., 33 West Jackson 


Wiggins Bldg. 


Old South Bldg. 


Union Trust Bldg. 
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Natron Cut-off Completed 


New Line of 280 Miles Through Cascade 
Mountains Opens New Empire. 


At Eugene, Oregon, on August 19 and 20, 
the “Trail to Rail Association” will celebrate 
the completion of the Southern Pacific’s “Na- 
tron Cut-Off,” which shortens the distance be- 
tween Oregon and California and avoids the 
heavy grades over the Siskiyou Range, also 
providing railroad facilities for a beautiful and 
productive territory heretofore not served by 
railroads. 


The new line extends 280 miles from Weed, 
California, through Klamath Falls to Eugene, 
and, while it has been known during construc- 
tion days as the “Natron Cut-Off,” it will now 


be officially designated as the Cascade Line of 
the Shasta Route. The old route running 
south from Eugene through the Southern Wil- 
lamette Valley and over the Siskiyou Moun- 
tains has been officially named the Siskiyou Line 
of the Shasta Route. All railroad maps will 
be corrected to show these titles. 


Eugene’s huge celebration and pageant on the 
19th and 20th instants are in recognition of the 
completion of this line, which, from an eco- 
nomic and development aspect, is one of the 
most important railroad projects undertaken 
in America in the past decade. 


For information 


Write, telegraph or ’phone 
Q ‘“‘General Agent, Southern Pacific Lines’’ ® 


SOUTHERN PAciFic LINES 


The Postman Knows Him 
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